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Delay in Coal Deliveries 
N recent weeks there has been growing criticism of the 
delay which has taken places in the delivery of coal 
in consuming areas. A marked disposition has been shown 
to lay the blame at the door of the railways—a favourite 
parking-place for many unwanted offspring of diverse 
parentage at the present time. On this occasion, however, 
several authoritative spokesmen have seen their way to 
reply to the criticisms and the railway case is undoubtedly 
convincing. Some surprise may be occasioned by the 
omission by the Mines Department to build up reserves 
during the summer, but we understand that because of 
excessive absenteeism in the South Yorkshire field, coal was 
then in short supply and the opportunity of using an abundant 
supply of empty wagons was missed. Sir Ralph Wedgwood, 
as Chairman of the Railway Executive Committee, in a 
letter to the Manchester Guardian, has dealt with the posi- 
tion as it relates to Manchester and Salford. He showed that 
over the fortnight to November 11 the number of coal 
wagons discharged at all depots and public undertakings 
in Manchester and Salford has been 756 a day, equivalent 
to 7,500 tons of coal. Further, for every ton of coal 
delivered, there have been at least four tons available for 
delivery. There were never fewer than 3,000 railway wagons 
waiting at the disposal of the merchants and public authori- 
ties and on occasions there were as many as 4,000. The 
Minister of Transport in the debate in the House of Commons 
on November 13, also made it plain that the fault does not 
lie with the railways. He said: ‘‘ When there is talk of a 
shortage of coal in London, a position in which six trucks 
are waiting for every one that is discharged a day is not 
good enough.’’ At the same time he admitted that demur- 
rage charges had not been enforced strictly and spoke 
nebulously of introducing ‘‘ something drastic.’’ 





* * * * 


Limitations of Aid from the Roads 

Mr. David Grenfell, Secretary for Mines, in an interview 
with a representative of the Sunday Express—a newspaper 
which is highly critical of the performance of the railways 
under war conditions—pointed out that some of the esti- 
mates of the number of wagons immobilised because they 
were full of export coal at present unsaleable had been 
greatly exaggerated. He said the number was nearer 5,000 
than the 70,000 mentioned in one quarter. He also dealt 
with suggestions which have been made that road transport 
could help in moving coal. His remarks on this point are 
worthy of the consideration of those who sieze every oppor- 
tunity to urge the use of the roads, without regard to the 
practicability of the suggestion. Mr. Grenfell declared that 
lorry traffic could be no substitute for railways. One train 
hauling 500 tons required three men, whereas 100 five-ton 
lorries would need the services of 200 men. It was more 
likely, he added, that in practice it would be 200 two-and-a- 
half ton lorries, and that fleet would require 400 men. The 
amount of petrol which would be used would be very large 
and there are other disabilities apparent to practical trans- 
port men. In general, road movement of coal, although 
useful for short-distance work, is not a serious proposition 
when it comes to long-distance, large-scale transport. 


* * * * 


Women Railway Employees in Wartime 

In the execution of duties which have become increasingly 
arduous with the development of enemy air attacks upon 
this country, all sections of railway personnel have played 
their parts with an efficiency and self-sacrifice which have 
earned warm praise. The lot of railway personnel, not only 
in populous districts and at important termini and junctions 
which have attracted a good deal of the enemy’s attention, 
but also on those parts of the systems spread all over the 
country, has been made more trying by such wartime neces- 
sities as the blackout. Appreciation has already been voiced 
in many quarters of the work performed by the train 
operating staff, and the engineering sections which have been 
so ‘largely responsible for the speedy repairs of damage and 
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the maintenance of the flow of traffic. Less spectacular but 
none the less essential service has been provided by great 
numbers of the staff. In particular little attention has been 
attracted to the praiseworthy manner in which the many 
women employed by the railways—the number of whom has 
grown appreciably during the war in replacement of men 
called to the Colours—have served the companies and through 
them the nation. Notwithstanding the disabilities to which 
all other civilians have been subjected, and the fact that in 
many cases their business offices are necessarily situated at 
places likely to attract the especial attention of the enemy, 
absenteeism has been remarkably low, and there has been 
evidence of considerable self-sacrifice in the manner in which 
the women employees of the railway companies have applied 
themselves wholeheartedly to their work, frequently in very 
trving circumstances. 


* * * *x 


The Silverton Tramway 

This undertaking, which belongs to the Silverton Tram- 
way Co. Ltd., is in reality a railway of 36 miles on the 
3 ft. 6 in. gauge from Cockburn in South Australia to Silver- 
ton and Broken Hill in New South Wales, thus forming a 
link between the railway systems of the two States. It was 
opened on January 2, 1888, and is dependent mainly on 
mining traffic. In comparison with 1938-39 the tonnage 
carried during the year ended June 30, 1940, declined by 
86,436 tons, causing a reduction in revenue earnings of 
£14,828. The principal falling-off was in ore tonnage, and 
the strike on the New South Wales Railways held up for five 
months a useful interstate trade which has been built up. 
Working costs were reduced by £4,896, notwithstanding 
the continued upward trend of the basic wage and increased 
costs of stores, particularly coal. As a result of the decreased 
tonnage and the elimination of two passenger trains weekly, 
train-mileage fell from 101,222 to 91,454 for the year. 
Co-ordination of road and rail traffic is being maintained with 
success. During the year 120 steel wagons of 31 tons capa- 
city, having a lower proportion in tare, were brought into 
service and have proved so satisfactory that a further 90 are 
now under construction. The dividend for the year is 2s. 
a share on the 500,000 shares of 10s. each. 


* * * * 


Aluminium and Future Wars 

In his presidential address to the North-East Institution of 
Engineers and Shipbuilders in Newcastle-on-Tyne, Mr. W. A. 
Woodeson made reference to the development of basic 
materials. The stone age, which was of immense duration, 
he remarked, was succeeded by an age in which bronze was 
the most important material for the tool making of man. It 
was centuries after the introduction of bronze that iron dis- 
placed it as the principal engineering metal; and then came 
steel, and now so quickly do the conditions change that 
already other metals demand consideration. There are 
indications that aluminium will seriously challenge iron 
as the basic metal of the future. A substantial proportion of 
the earth’s crust is clay and this clay contains large quanti- 
ties of aluminium. ‘‘ If aluminium could be cheaply extracted 
from clay,’’ continued Mr. Woodeson, ‘‘ then every country 
in the world would have adequate supplies and one of the 
root causes of war would probably be eliminated.’’ Mr. 
Woodeson seems to have got this inverted, however, for the 
economic causes which precipitate the political tensions that 
lead to war are inadequate markets on which to unload the 
existing abundance. To add to that abundance would, as 
things are, merely aggravate the trouble. The solution lies 
rather in the direction of enlarging markets by letting the 
poor have the means of access to the increasing abundance. 


* * . * 


Speed Restrictions 

Until the general acceleration of passenger trains began 
in the U.S.A. about five years ago, speed restrictions, or as 
they are called in that country “‘ slow orders,’’ were assumed 
to be a necessary evil, whereas today the one objective with 
which all departments are in accord, is to eliminate delays 
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of all kinds. Such was the basis of a report on slow orders 
presented and disaussed at the recent Roadmasters and 
Maintenance of Way Association Convention at Chicago. 
The report pointed out that train delays were costly t 
both the maintenance of way and operating departments 
Speed restrictions tend to make necessary a further increasc 
in speeds when the line is clear, or, alternatively, to promot: 
cumulative and costly traffic delays. Drastic speed reduc- 
tions are expensive, for the rate of acceleration is slow above 
45 m.p.h. and greatly reduced above 60 m.p.h., certain 
trains requiring as much as 30 miles to attain their toy 
speed. Every effort, therefore, should be made to avoid th: 
imposition of speed restrictions, but as the report stressed 
to be effective they must be clear as to location, and rigidly 
enforced. There should be no toleration of any abuse, nor 
should an unwarranted margin of safety be allowed to 
guard against the possibility of enginemen exceeding the 
restrictions. They should allow the maximum speed possible, 
and their strict observance should then be assured. With 
present-day equipment.there is little justification for ths 
former common practice of requiring slow running for a time 
after work has been carried out to the track, such as 
re-laying or adjustment. If the expense of using modern 
power equipment in order to assure stable track immediately 
may be greater than by the older methods, it can be amply 
justified by economy in train operating. 


* * * * 


‘‘In Rear of’’ and ‘‘In Advance of’’ 


For a long time British railways have used in the standard 
rules the term ‘‘ in rear of ’’ to mean before reaching, and 
‘in advance of ’’ to mean after passing the place designated 
or implied, and this usage is familiar to all railwaymen. 
It is, however, somewhat at variance with ordinary facts, as 
a non-railwayman would regard them. To be in rear of 
something is to be behind it. A train standing at a signal, 
according to rule, is said to be in rear of it, but, as we heard 
a driver ask at an accident inquiry—thereby increasing the 
glare from a now departed inspectorial eye—how could he 
really be in rear of—that is behind—it if he could see the 
front light? But if you are in front of a signal in such cir- 
cumstances how then, again, can you be in rear of it? 
This is something like the argument about which is the 
front of a locking frame and how can a lever be backlocked 
if it has been pulled to the front? 


* * * *« 


Links with the Past 

Consolation for the railway stockholder comes seldom in 
these days, but the investor who pins his faith to the fortunes 
of the iron road at least does not have to remember the 
many nick-names with which the Stock Exchange adorned 
popular counters in the railway markets, both home and 
foreign, a comparatively few years ago. At page 537 we give 
a list of those which were in common use before the merging 
of the British railway system into the present four groups 
under the Railways Act, 1921. Berwicks, Brums, and 
Westerns are still with us in the home railway market, 
although the first and second of these are now designations of 
the L.N.E.R. and the L.M.S.R. junior stocks instead of the 
old North Eastern and the London & North Western Rail- 
ways. Bags, Canpacs, and Fags are among those which still 
have their original meanings with the dealers in overseas 
rails. The present times are at once less picturesque and hold 
less romance than those in which an earlier generation of 
broker approached a jobber to enquire after Berthas, Claras, 
Doras, Noras, or Saras. Trading has ceased in Haddocks and 
Potts, and Chats and its small brother, Little Chats, no 
longer enter the conversation of those who frequent Throg 
morton Street. In more spacious days the investor was on 
more intimate terms with the subject of his trust; possibly the 
greater return he was accustomed to receive engendered more 
affectionate feelings and the smaller size of the companies 
made him of a more truly proprietorial disposition. It is 
noteworthy perhaps that in these times the indefatigable com- 
piler of the ‘‘ Investor’s Notebook ’’ in The Financial Times 
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sees fit to explain, by using the initials of the companies in 
brackets after Brums and Berwicks what these pseudonyms 
mean. That would not have been necessary a quarter of a 
entury ago. 


* * * * 


A Portable Interlocking Panel 

A feature of signalling development in the U.S.A. in recent 
years has been the increasing use of remote control for points 
ind signals at places such as level crossings and spur junc- 
tions between lines, which occur with considerable frequency 
yn the outskirts of towns, especially where there is common 
user of a terminal station. The traffic is frequently far from 
what would be considered heavy in Great Britain, and the 
provision of an ordinary mechanical signal box, once the only 
feasible solution, is not economically justified now that 
remote control from a neighbouring station is readily effected. 
Panel relay interlocking apparatus is now very generally 
used for such work, without mechanical or electric locks of 
iny kind. In a recent but small installation at Knoxville, 
rennessee, the panel has been made with plug connections, 
so as to be moved about from one desk to another in the 
control office and placed opposite to the person in charge of 
the signalling for the time being, a novel instance of the 
flexibility of working attainable with the most modern forms 
f this equipment. 


The Snubber 

This is the name given by Americans to a spring or friction 
device fitted beneath the bogie bolsters of rolling stock, par- 
ticularly freight vehicles, intended for high-speed service. 
Its function is to absorb energy during movement of the 
bolster spring group and thus help to control oscillations and 
parasitic motions. Just as the hydraulic shock absorber has 
proved to be of considerable assistance in promoting smooth 
running on many high-speed diesel trains and locomotives, 
so the snubber has proved effective on fast freight stock, but 
tests undertaken during the last two years indicate that its 
usefulness is probably limited to speeds not exceeding about 
a mile a minute. The introduction of a snubber into the 
suspension system of a bogie freight wagon naturally makes 
the springs more sluggish in action, but for really high- 
speed stock, to run up to, say, 85 m.p.h., a sensitive spring 
ystem is needed, and one which will keep the wheels to the 
rails with as little variation as possible in the wheel loading. 
Obviously there must be some energy-absorbing capability 
provided in the spring system, but if track speeds of freight 
trains are to increase, it may be found that the degree and 
character of this feature must be within much narrower 
limits than those now permitted. 


* * * x 


Off the Beaten Track 


One thing gained from the war from the point of view 
of the railway student is the first-hand knowledge present 
conditions may give him of cross-country journeys. Military 
requirements remove a man from the rut of his peacetime 
business and holiday travel, frequently introducing him at 
short notice to routes of which he was but dimly aware if at 
all, and probably ignorant of the through services operated 
over them. In days of unlimited petrol, the journey from 
Southampton to Bristol, for example, might have been under- 
taken by road rather than risk a headache from studying 
Bradshaw. When the train is the only practicable convey- 
ance, it is found that it can be accomplished without change 
of carriage, incidentally introducing the traveller to some 
very pleasant Wiltshire and Somerset scenery missed by the 
main lines and to the fact that Salisbury is on the G.W.R. in 
fact as well as in the gazetteer. The terminal points of our 
principal cross-country runs are familiar to most of those who 
take more than a superficial interest in railways, but the 
meanderings in between may be less so. Perhaps enforced 
acquaintance in war will lead to better patronage in peace, 
and so to acceleration and more publicity by the companies 
concerned. 
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Commons Debate on Railway Agreement 


HE House of Commons debate on November 13 on the 
financial agreement between the Government and the 
railways added very little to what was already known about 
the arrangements between the parties, notwithstanding that, 
in certain respects it served a useful purpose. It is perhaps 
unfortunate that the reports in the daily press of this 
debate have been so abridged that the general public has 
been left in the dark as to certain of the points which 
emerged. In particular this applies to the very scanty 
reports of the reply to the debate by Mr. Montague, the 
Parliamentary Secretary to the Ministry of Transport. Most 
of the points made by Mr. Montague have already received 
attention in THe Ratmway Gazerre, but it was the first 
occasion on which a Government spokesman had made the 
position so clear. The Parliamentary Secretary showed that 
the railways were earning a little over the £40,000,000 guar- 
anteed by the State, and that therefore no question arose 
of implementing the guarantee. Further it was as well to 
have it stressed that the £40,000,000 represents rather less 
than 3 per cent. of the total capital involved. If the 
railway companies were to earn the limit of £56,000,000 
in a year it would still amount to only a fraction over 4 per 
cent. Mr. Montague pointed out to Members of the Oppo- 
sition, who as usual both criticised the guaranteed minimum 
revenue and urged nationalisation of the railways, that, if 
the difference between him and them was only that 
between 2} per cent. and 3 per cent. or even 4 per cent., he 
did not think it mattered in the argument he was putting 
forward, which was that the problem of increased freight 
charges and passenger fares would not be solved merely by 
saying that the railways would be nationalised or the agree- 
ment would be altered, unless, at the same time they were 
prepared to face the necessity for a Government subsidy. 

With regard to the suggestion so often made that the 
increases in railway charges were a direct impetus to the 
inflationary movement, he pointed out that, since the rail- 
ways are unable to increase charges until well after they had 
felt the incidence of higher costs—and there is always a lag 
of many weeks—it might just as well be argued that the 
railways provided the last, and not the first, link in the 
inflationary chain. Mr. Montague also dealt trenchantly with 
suggestions of profiteering by the railways. He declared 
that the railways were performing a very fine public service. 
Although his personal predilection was for as rapid an organi- 
sation of a national transport board as possible he did not 
close his eyes to the fact that so long as the English system 
made necessary the private investment of capital, and so long 
is the nation as a whole was satisfied with that system, then 
it must be expected that the use of private capital should be 
remunerated. He stated, too, that even in the U.S.S.R. 
about £100,000,000 a year was paid in interest to the original 
foreign investors of private capital, and that this was neces- 
siry for the purpose of developing the industries of Russia 
on modern lines. That £100,000,000 a year was equal to 
3 per cent. interest on about £33,000,000,000 of capital, and 
he could well imagine that it would be possible to use 
£33,000,000,000 of capital to nationalise transport, and to 
do other things in this country, without repudiating recog- 
nition of the fact that so long as dependence was placed on 
private investment the right of investors to a charge on 
results must be expected. He put ‘it bluntly to the House 
that members must either recognise the right of compensa- 
tion on the part of private capital or deny it. If they did 
recognise it, they must take it into account in any kind of 
settlement that was made. That was really the position, 
broadly, of the railway agreement at the present time. It 
was a negotiated agreement and it would be necessary to 
reach some settlement whatever was done in respect of the 
railways, and there was no other method except that of 
making the whole community pay the cost of transport 
charges. 

The Minister of Transport, in his speech early in the 
debate, declared that just as private enterprise must not 
exploit the country in times of great emergency so it was 
iso right to say that it must not be exploited. He did not 
hesitate to declare that the more he looked at the agree- 
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ment the less he liked it, but he acknowledged also that the 
more he looked at it the more difficult it was for him to 
find something better, short of the very drastic advocation of 
the Opposition—nationalisation. He repudiated suggestions 
that the guaranteed minimum revenue was excessive, and 
paid tribute to the way in which the chairmen of the rail 
way companies had carried on their work in the national 
effort. He was not on such good ground when he said that 
on the difficult question of functions there could be a 
theoretical, but not a practical, dispute. Very shortly after 
wards, in explaining why he had had to reject the publication 
of monthly returns on railway receipts, he said that although 
they might give a certain amount of information to the enemy 
is to the general position of the railways, they might also 
lead to false conclusions at home owing to some action he 
might have to take. He might, for example, have to say 
no more passenger traffic for three days.’’ As we have 
previously emphasised in THE RatLway GAZETTE on mort 
than one occasion, it is precisely because of the possibility of 
some such action by the Minister, with its inevitable damage 
to the public goodwill of the companies, that it is essential 
there should be a clean-cut definition of the functions of the 
Railway Executive Committee and of the railway companies 
is such 
Lt.-Colonel Moore-Brabazon also disclosed leanings towards 
t national transport board, and recognised that it would be 
of little value unifying the railways unless the system were 
extended to include the roads, the ports, coastal services, 
cross-Channel routes and indeed the whole gamut of trans 
port in and around this country. Very pertinently he drew 
ittention to the problems of personnel which would be pre 
sented by such a project. It would, as he said, be difficult 
even to settle the rates to be charged by such an organisa 
tion, and he considered that already the problem of manage 
ment was becoming almost a superhuman one. He assured 
the House that it was quite out of the question for him in 
present circumstances seriously to consider an immense piece 
of constructive legislation such as would be required. The 
Minister cleared up misconceptions that have arisen in some 
quarters as to the extent to which the financial agreement is 
in the melting pot ’’ as a result of the Government decision 
to spread insurance against war damage over the whole country 
He made it clear that the only change contemplated was 
that arising from the war damage clause, and that otherwise 
the main principles of the agreement would stand. He 
emphasised a point which has been made in THE RatLway 
GAZETTE, that war damage to railways was in a different 
category from that suffered by other industries, because, 
while repair to some ordinary businesses could wait, it was 
essential that the railways should undertake repair work 
immediately in order to maintain the flow of communications 
On another point which has raised a certain amount of 
interest the Minister was able to reassure the House. He 
said that the charges made for the traffics carried on account 
of the Government would be published, and confirmed, what 
has been previously stated in THE RatLway GaAzeTTE, that 
these are bulk usage charges. He answered criticisms that 
the railways were responsible for shortages of coal, and 
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declared that in London a position has been reached in which 
six trucks were waiting for every one that was discharged 
each day. The general matter of coal delays is dealt with at 
page 533. Colonel Moore-Brabazon admitted that demurrage 
charges had not been enforced as they could have been, 
but added that he contemplated introducing drastic measures 
to deal with that position in a very short time. The com 
plaints raised by Mr. Clement Davies of short loading of 
wagons, and his suggestion that main distributing stations 
should be served by road vehicles is not new. We dealt with 
it at some length in our issue of October 4, when it was shown 
that the answer to short loading of wagons is that, while the 
maximum weight capacity of a wagon may be 12 tons, the 
same wagon could be loaded to its maximum cubic capacity 
with a weight of about 6 cwt. The matter cf road haulage 
ind coal traffic is dealt with on page 533. 








LETTERS TO THE EDITOR 
Express Stops in Outer Suburbs 


London Midland & Scottish Railway Company, 

Advertising & Publicity Dept., 

L.M.S. Headquarters, 
Watford, Herts 
November 13 

To THE Epitor oF THE RatLway GAZETTE 
Sir,—In reply to Mr. Chas. S. Lake, writing in your 
issue of November 8 on the above subject, if the writer will 
refer to the company’s timetable he will see that an indica- 
tion is given that main-line trains stopping at Watford do so 
for the purpose of picking up or setting down passengers 
only according to the direction of travel. Instructions have 
naturally been issued to the station staffs that local travel 

should not be allowed on such trains. 
Yours faithfully, 
G. H. LOFTUS ALLEN 


Sir Charles Morgan 
South-East England 
November 15 
To THE EpirorR oF THE RalLway GAZETTE 
Sir,—Your reference last week to the fact that the traffic 
returns of Bognor leapt forward after the splendid new 
station which Sir Charles Morgan built there had been 
brought into use, prompts me to suggest that one of the 
explanations for this remarkable traffic increase was that 
every Sunday school outing which could manage it thereafter 
went to Bognor in the comfortable knowledge that if the day 
were fine the children would be happy playing on the sands, 
whereas if it were wet they would have a glorious time play- 
ing in the almost equally spacious booking hall. In addition, 
of course, there was the indisputable psychological effect of 
that fine station in attracting holidaymakers to Bognor. 
Yours faithfully, 
EX-BRIGHTON ENGINEER 








PUBLICATIONS RECEIVED 


railway mechanical 


Aluminium  Specifications.—-The 


phase of industry, 


Industry.’ The plants illustrated all 
appear to have been designed for a 
specific railway job and not as general 
makeshift products; they cover such 





wide range of aluminium and aluminium- 
alloy products is more than ever now- 
adavs becoming evervybodv’s business, 
and therefore the booklet on this 
subject just issued by the Northern 
\luminium Co. Ltd., Banbury, Oxon, 
is particularly useful. Unlike so many 
pamphlets and catalogues, its usefulnes 
is enhanced by the orderly and business 
like arrangement of the work, beginning 
with a comprehensive, easily-read, one- 
page index. When more peaceful days 
are upon us it is by no means unlikely 
that aluminium alloys will be used much 
more extensively in, to quote but one 


engineering, and this simple yet highly 
informative 20-page booklet is one the 
engineer will use often now, and should 
really keep by him until those days of 
peace come. It contains the  pro- 
prietary names, analyses, mechanical 
properties and uses of aluminium and its 
alloys to 112 specifications. 


Industrial Furnaces.—An impres- 
sive variety of special furnaces is the 
keynote of a 12-page brochure sent to 
us by the Incandescent Heat Co. Ltd., 
of Smethwick, Birmingham, and bearing 
the title ‘‘ Furnaces for the Railway 


widely-separated processes as upseting 
of connecting rods, heating billets for 
drawbar and brake shaft forgings, heat- 
ing and tempering laminated spring 
leaves, tyre heating, and the reheating of 
copper and steel boiler plates. Heating 
is not confined to one type, and most 
of the furnaces are available for use 
with producer gas, town gas, blast- 
furnace gas, oil, coal, coke or electricity 
as the heating medium. With this 
brochure comes also a short guide to 
the products of the _ Incandescent 
Group, of which the issuing firm is a 
member. 
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THE SCRAP HEAP 


‘STAFF DESIRING TRANSFERS ” 

One of our readers does not appear 
to realise that, on considerations of 
space, we have in recent months found 
it necessary to discontinue this old- 
established Magazine feature. 

Moreover, the particular item con- 
cerned seems more appropriate to an 
‘agony ’’ column, and we do not run 
me. However, as a very special case, 
we have decided to include it—and 
there will be no charge : 

Several Head and Under Shunters 
it Hamm, Germany, desire to exchange 
to any station on G.W.R. All experts in 


ARP. Would consider reduction in 
grade. Apply: Dorpmuller, Berlin. 
From ‘‘ The Great Western Railway 
Vagazine.”’ 

od + * 


An interesting relic of the more placid 
Victorian era has been sent for our 
perusal by a _ correspondent, and 
although it is not possible to reproduce 
it in entirety, a brief description may 
interest railwaymen who have associa- 
tions with Derby or with the musical 
and variety entertainment world. 


It is a programme for a garden party 
on September 20, 1898, at Littleover 
House. Evidently to preserve the ex- 
clusive atmosphere appropriate to the 
period and to prevent a vulgar posterity 
from identifying the occasion, neither 
the location of the house mentioned 
nor the name of the host is quoted on 
the programme. 


It was, however, at the village of 
that name adjacent to Derby—as then 
untouched by town planning and un- 
fettered by the tentacles of an expand- 
ing adjacent railway stronghold—and 
the house was the residence of Geo. H. 
Turner, one-time General Manager of 
the Midland Railway. 


Beginning at 3 p.m. the guests were 
entertained by London artistes, the 
names of whom (later, if not at the 
time) were to become household words. 
They were Mr. Dan Leno, Miss 
Georgina Leno, Mr. Eugene Stratton, 
Mr. Bellonini, Mr. Bransby Williams, 
and Mr. W. F. Moss, and all are 
described as ‘‘ Members of the Music 
Hall Artistes Railway Association.’’ 
At this date we are unable to say what 
this railway association was, but pos- 
sibly some of our older readers may 
know. 


Facilities were provided for those 
guests desiring to participate in the 
physical accomplishments of their 
choice, such as croquet, bowls, lawn 
tennis and darts, thus proving once 
more that there is nothing new under 
the sun, even if the local interest in 
this revived sport has transferred from 
Littleover House to the Pig and 
Whistle. 


The gathering would not, of course, 
have been complete without a 


Palmistry Tent, but the inclusion in 
the proceedings of an American Muto- 
scope fails our powers of detailed 
explanation. 


A delightful programme of popular 
musical selections was provided as a 
suitable background by Messrs. Pike & 
King’s orchestra—names which will 
bring back pleasant memories amongst 
older Derby readers and those who 
attended that highly popular function 
of by-gone years, the Midland Ball. 


* s o 


LINKS WITH THE PASI 

Below is given a list of the names by 
which the Stock Exchange knew many 
of the more popular railway stocks 
twenty years ago. Of the British com- 
panies, only the Great Western now 
retains its identity, but the pseudo- 
nyms ‘“ Brums”’ and “ Berwicks ’’ are 
still used for L.M.S.R. and L.N.E.R. 


junior stocks. 


AILSA.—Glasgow & South Western Deferred 
ordinary. 

AYRSHIRE.—Glasgow & South Western 
ordinary. 

BAGS.—Buenos Ayres Great Southern ordin- 


ary. 

BERTHAS.—London, Brighton & South Coast 
Deferred ordinary. 

BERWICKS.—North Eastern Railway. 

BOSH.—Wabash Railroad Preferred. 

BRIGHTON.—London, Brighton & South 
Coast Railway ordinary. 

BRIGHTON ‘A’ or BERTHAS.—London, 
Brighton & South Coast Railway deferred 
ordinary. 

BRITISH.—North British Railway. 

BRUMS.—London & North Western Railway 
ordinary. 

CALEYS.—Caledonian Railway ordinary. 

CANPACS.—Canadian Pacific Railway ordin- 


ary. 
CHATS.—London, Chatham & Dover Rail- 


way. 
CHATHAM PREFS.—London, Chatham & 
Dover first preference. 
CHATHAM SECONDS.—London, Chatham 
& Dover second preference. 
CLARAS.—Caledonian Railway 
ordinary. 

DENVERS.—Denver & Rio Grande Railroad. 

DISTRICTS.—Metropolitan District Railway 
ordinary. 

DOVER.—South Eastern Railway ordinary. 

DOVER ‘‘A”’ or DORAS.—South Eastern 
Railway deferred ordinary. 

EASTERNS.—Great Eastern Railway. 

FAGS.—Antofagasta deferred. 

HADDOCKS or SCOTLANDS.—Great North 
of Scotland Railway. 

LITTLE CHATS.—London, Chatham & Dover 
Railway ordinary. 

METS.—Metropolitan Railway consolidated. 

MILKS, MILWAUKEES or PAULS.—Chicago, 
Milwaukee & St. Paul Railroad. 

MISSOURI or M.K.T.’S.—Missouri, Kansas & 
Texas. 

NORAS or YORK ‘‘A.’’—Great Northern 
Railway deferred consolidated ‘‘ A.”’ 

PENNS.—Pennsylvania Railroad. 

POTTS.—North Staffordshire Railway. 


converted 


READINGS.—Pennsylvania & Reading Rail- 
road. 
SARAS.—Great Central deferred ordinary. 


TILBURY.—London, Tilbury & Southend 
Railway. 
TRUNKS.—Grand Trunk Railway of Canada 


UNIONS.—Union Pacific Railroad. 

VESTAS.—-Railway Investment Trust deferred. 

WESTERNS.—Great Western Railway Ordin- 
ary stock. 

YORK DEFERRED.—Great Northern Rail- 
way deferred converted ordinary. 

YORKS.—Great Northern Railway ordinary. 
(Editorial note page 534) 


7 + * 
WHAT GLADSTONE SAID IN 1844 

‘“ My own forebear, my grandfather, 
who was the Member for Kendal and 
sat for many years in this House, was 
the first Chairman of the London & 
Birmingham Railway, and was a great 
friend of the Stephenson brothers. He 
had a discussion with Mr. Gladstone, 
who, 96 years ago this year, intro- 
duced into the House of Commons a 
Bill which gave the Government power 
to nationalise or purchase for the State 
any railway, with certain small pro- 
visions. I think it had to be in exist 
ence before 1840 . . . Therefore, for 96 
years there have been in this House 
and outside people who have — been 
urging the nationalisation of the rail 
ways. . . - Even the right hon. Gentle- 
man the Prime Minister after the last 
war said something about nationalisa- 
tion, but he never had the opportunity 
of going into the details of how he 
proposed to do it.’’—Siv Ralph Glyn, 
M.P., a director of the L.M.S.R. Com 
pany, in the debate on the railway 
agreement in the House of Commons 
on November 18. 

. * + 


\IR PILOTS PRAISE A PARACHUTE 
PACKER 

Five years ago, an employee of the 
London Midland & Scottish Railway 
Company joined the ground staff of 
the County of Gloucester Auxiliary Air 
Force Squadron. He was 35, and was 
too old to fly. On two evenings every 
week he used to attend for instruction 
in ground duties. First he was 
attached to the transport section, then 
he did a course in photography and 
finally, in 1938, he took a course in 
parachute packing. He quickly be- 
came an expert and when war broke 
out he was posted to the squadron as 
its parachute packer. - Since then the 
parachutes he has packed have brought 
safely to the ground many pilots of 
the squadron. Twenty-six ‘‘ jumps’ 
have been made by the squadron’s 
pilots, some of whom have baled out 
more than once. Pilots are grateful, 
and a few days ago they showed their 
appreciation of the packer’s work by 
giving him a_ silver cigarette case 
inscribed with his name. Beneath the 
inscription are the names of the pilots 
with the dates of their ‘‘ jumps ”’ 
against it. The parachute packer is 
now a corporal, and the cigarette case 
is his proudest possession. 


* * * 


The longest tunnel in the United 
States and in the Western Hemisphere 
is Cascade tunnel onthe Great Northern 
Railroad, 7-79 miles in length; it was 
completed 11 years ago only. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 
Accident on B.A.P.R. 


\n unusual accident occurred at the 
Buenos Aires terminus of the B.A.P.R 
on August 20. \ light engine which 
was leaving the station was, due to an 
error in signalling, run into by a pas- 
senger train approaching it The force 
of the impact drove the light engine 
back into the station at such speed that 
it smashed the buffer stops and crashed 
through the concrete platform for a 
distance of some 50 m. into the refresh 
ment room, where a number of people 
were seated. Only four persons were 
very slightly injured 


Engineering and Transport 
Meetings 

\t a meeting of the Kiver Plate 
branch of the Institution of Mechanical 
Engineers in Buenos Aires on August 19 
a paper entitled ‘‘ Diesel Engine Deve 
lopment,”’ illustrated by cinematograph 
films, was read by Mr. A. A. Cuneo, of 
the General Motors Corporation Mr 
\. T. Nickson, Chairman of the branch, 
presided The lecturer outlined the 
history and development of the internal 
combustion engine, and mentioned that 
the Germans were using diesel engines 
in their military aeroplanes, such as 
Junkers and Dorniers The main 
difficulty in using this type of engine 
for aircraft was its weight, despite the 
fact that it had been reduced to 2$ Ib 
Lh.p. The diesel engine dominated the 


marine field today; of 105 ships of 
from 8,000 to 25.000 tons on Llovds 
list, 97 were diesel-driven [he most 


spectacular modern use of the diesel 
engine was, however, in the operating of 
streamlined trains at what had pre 
viously been regarded as impossibly 
high speeds 

A meeting of the Argentine and 
River Plate branch of the Institute of 
[Transport was held in Buenos Aires on 
\ugust 27, at which the eminent 
Argentine lawyer, Dr. Rodolfo Bullrich, 
one of the highest authorities on rail 
way and transport law in Argentina 
delivered a lecture in Spanish on “‘ The 
Autonomous Character of the Trans 
port Contract.”’ 

\s a result of the recent Cabinet 
crisis, the resignation of President Ortiz 
was practically unanimously rejected 
but a new Cabinet has been announced 
which includes Dr. Salvador Oria as 


Minister of Public Works 


T “cig T J 
WESTERN AUSTRALIA 
Theft of and Damage to Railway 
Property 

Having regard to the tonnage carried 
and the distance travelled, losses of 
goods in transit on the railways is very 
small, but the degree of vandalism is 
abnormal, and appears to be increasing 
\ recent review of equipment reported 


as missing from passenger coaches 
reveals that for the twelve months 
ended May 31, 1940, 2,417 drinking 
glasses, 647 roller towels, 76 huck 
towels, 201 pillow slips, 67 sheets, and 
199 water bags had been unlawfully 
removed 

Nor do these figures include all losses 
of railway property, as on so extensive 
a system, it is unavoidable that other 
equipment should be taken from rail- 
way barracks, and unattended sidings 
Recent losses in this direction include 
camp equipment, petrol and oil from 
gang stores, tools, sleepers, and timbers. 
In the absence of comparative figures 
it cannot be stated how Western 
Australian losses compare with those 
of other railway administrations simi- 
larly situated, but the continuous cost 
of replacing equipment stolen represents 
a heavy item in the department’s 
finances 

Another source of expense is on 
account of fittings broken and destroyed 
by vandals, a heavy item being electric 
light bulbs, which by reason of their 
size and voltage, are of no value out- 
side the department Other articles 
favoured by the vandals as targets for 
their attacks are window fittings, parcel 
racks, carriage cushions lavatory 
fittings, and decanters. 


CHINA 
The Railways in North-East 
China 

The railways in Japanese-occupied 
North-east China are now under civilian 
control, and are actually, if not nomin 
ally, managed by the South Manchuria 
Railway lhey comprise a system 
including most of the lines inside the 
Great Wall, north of the Yangtze river, 
and the railways in Wiangsu Province 
south of the Yangtze. The system is 
now divided into two divisions, north 
and central; the two join at Pengpu, 
on the Tientsin—Pukow Railway, 175 
km. north of Pukow In all, the system 
has about 7,000 route-km. in regular 
operation, this length varying with the 
feasibility of operation of sections in 
the war zone Che official designations 
of the divisional controls are the North 
and Central China Railway Offices 
respectively. 

In the northern division are all lines 
east and north of the temporary bridge 
across the Yellow river on the new loop 
line near Chengchow This loop gives 
direct communication between Sinsian, 
on the northern section of the Peiping 
Hankow line, and Kaifeng, on the 
eastern section of the Lung—Hai line, 
without Chinese interruption from the 
south-west It avoids Chengchow 
junction and the old Yellow river bridge. 

In the southern division are in 
regular operation the Shanghai—Nan- 
king and Shanghai—-Hangchow lines 
and branches, and the Pukow—Pengpu 
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section of the Tientsin—Pukow line, 
The two offices together also operate 
some 4,000 km. of regular bus routes 
in these districts. 


Staff and Operation 

A very great number of Japanese 
drawn from the South Manchuria Rail- 
way, the Manchukuo State system 
and the Japanese Government Railways, 
are now employed in China; there are 
18,000 Japanese, 57,000 Chinese, and 
a few hundred other nationals on the 
lines under the North & Central China 
Railways Offices. Through working 
of passenger and goods trains is in 
force over various lines Night trains 
are running on some sections, but the 
whole train service is now much 
slower, less frequent, and less regular 
than in pre-war days. The working 
compares unfavourably with that on 
Japanese and Manchurian lines under 
Japanese control, in regard to punctu- 
ality, cleanliness, and courtesy of statt 
A special feature is a fourth class on 
local passenger trains in the central 
division. Local trains carry second 
and third, third only, or third and 
fourth class passengers. Express trains 
have accommodation for first, second, 
and third classes, and restaurant and 
sleeping car services are in operation, 
but on a restricted scale. 


TURKEY 


New Inter-coalfields Line 

\ccording to the American Commer 
cial Attache in Istanbul, the Govern 
ment has vranted a credit 
£T.2,000,000 to the Ministry of Public 
Works, for the construction of a railway 
extension from Zougouldak to WKozlu 
The new line will link up the two 
principal coalfields of Zougouldak and 
Eregli, and is, therefore, of considerabk 
economic importance. Both are on the 
Black Sea coast and Zougouldak is the 
present terminus of the branch line 
northwards from Irmak near Ankara 
The extension will run along the coast 
and will be about 40 or 50 miles in 


length 
FINLAND 


Proposed New Chord Line 


f 


Many industrial concerns have moved 
from the ceded areas to Lahti, an 
already growing town, and_ conse- 
quently a special commission has been 
appointed by towns between Helsinki 
and Lahti to consider the construction 
of a 614-km. double-track chord line 
from Kerava via Mantsala to Herrala, 
which would reduce the present distance 
by rail between Helsinki and Lahti by 
27 km., bringing the total distance 
down to 123 km. The estimated outlay 
is expected to be about 100,000,000 Finn- 
marks. No action has yet been taken 
by the Government, according to the 
report from the American Consulate 
in Helsinki {A map of Finland and 
the Finnish railway system, showing 
the area ceded to the U.S.S.R., ap- 
peared in our issue of March 29 last, 
page 474.--Eb., R.G 
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WELDED STEEL CONSTRUCTIONAL WORK IN BELGIUM 


Notable welding progress widely applied in various structures on the 
Belgian National Railways 


URING the last few years the Belgian National 
Railways have made extensive use of welding in 
rolling stock construction, platform roofing, shelters 

f various kinds, rail joints and other items of equipment. 

One of the most interesting applications of welding has 
been in the roofing and its supports for the parcels tran- 
shipment platforms built in recent years at some 14 places, 
the principal being Brussels, Antwerp, Charleroi, Liége, 
Louvain, Ghent, and Namur, in connection with the new 
rapid parcels delivery service, under which any parcel 
lelivered between 4 and 6 p.m. must reach the consignee 
by 1 p.m. the next day at latest. [Excluding the postal 
and other parcel services sent by passenger train, the 
Belgian National Railways deal with about 120,000 
parcels daily, weighing about 360 tons, practically all 
by night train services. Certain stations, as mentioned 
above, have been selected as centres of concentration and 
distribution and equipped with special parcels platforms, 
at which over 130 trains are despatched and received 
every day, with 60 others making direct platform to 
platform connections, using 4,300 wagons. 

The first special transhipment platforms for this service 
were constructed at Charleroi and Courtrai in 1934, and 
the steelwork for the roofing was provided by a Brussels 
contractor named Decelle to the designs of the firm of 
Molitor, consulting engineers, also of Brussels. The 
form was neat and simple, consisting of welded principals 
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Details of welded work at the head of main support of goods 
siaiion roof 


at about 12 m. centres with cantilevered ribs, using solid 
sections throughout to the exclusion of lattice work, 
allowing of simple, efficient, and economical maintenance. 
The above sketch shows the details of the work at the 
head of the main supports. The steep side slopes of the 
centre roof over the middle line between the platforms 
are glazed, and the remainder are covered in galva 
nised sheet. The smoke escape conduits are of tibrous- 
cement, 








Further accommodation of the same type was provided 
at Namur and Mons. At Louvain, because the platforms 
are larger, additional stays were put in between the 
verticals and the centre arch ribs of the roof—bowed in 
this case—and these also helped to support the side wings. 
Extra rain shields were also fitted to the latter to give 
additional side protection. At Meirelbeke a special closed 
parcels platform station was built in 1937 by the Brussels 
firm of Hof. The steelwork, being less exposed, owing to 
the sides of the shed being closed in, was of lighter form 
than in the earlier cases. All these structures are neat 
and attractive. 

In 1933 the management began to use welded construc- 
tion for passenger platform roofs and awnings. When 
tenders were being invited for the reconstruction of the 
Quartier Leopold station at Brussels, contractors were 
given the option of submitting proposals for welded 
structures, which were to be equal in section to the designs 
drawn up by the company’s engineers. The firm of Hof 
was again successful in obtaining the work and realised 
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Riveted and welded column bases for platform roofing ai 
Ostend Quay station 





540 THE RAILWAY GAZETTE November 22, 1940 


a saving of nearly 14 tons in the weight of the awning = 
supports on each group as compared with riveted con- 
struction, due in part to the simpler detailed parts and to 
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d’Hérinnes-lez-Enghien. The awnings for the rebuilt 
Midi station at Brussels are also being welded. At Malines 
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new welded awnings have been erected which have no 
stanchions in the way of the passengers; overhanging 
bracket supports are used. 
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Steel, instead of timber, signal posts have long been 
' rye ; 
used in Belgium. A heavy design requiring no guying, 
has always been the rule. Originally lattice construction ; 
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found favour, but was inconvenient for mounting the oper- 
ating mechanisms of the double-wire system and it was i 
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very neat riveted form. Two years ago a welded form was 

introduced, light, neat, and adapted to receive all possible ; 
arrangements of equipment. These are somewhat ela- 
borate at times, with the 3-position signal system, now the 
standard. ' 
The Belgian signal system makes considerable use of : 
splitting, or bracket, signals and welding has been success- ; 
fully resorted to here to obtain improved designs of 
brackets and gantries. Here again the original riveted 
designs were very heavy, with stout lattice or plate braced 
main post and side brackets carrying a solid girder cross H 
platform for the doll posts. .To reduce the number of i 

types the same cross platform was used for two or three ) a 
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dolls, or for right or left hand side bracket structures, 
with the result that some of them had an overweighted 
and ugly appearance. The adoption of welding has 
enabled some light and agreeable-looking structures to be 
produced, the main post being built so as to form a cage 
inside which the mechanical operating cam-plate devices Cross section of welded signal gantry 
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Left: Welded platform roof at Ostend Quay and (right) welded viaduct on new junction railway at Brussels 
showing ends of cantilever and adjacent suspended span 








Left : Welded signal gantry at Ostend Quay and (right) bracket signal at the new Central station, Bruges 
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can be housed. The cross platform is remarkably light 
in this new design. Where the dolls have to be more than 
usually high—there is one 20 ft. high at the entrance to 
Bruges station the cross platform is made heavier, a 
3-doll one being taken to carry 2 dolls, and so on. Side 
bracket structures are also now welded, and a number of 
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signal gantries; a very neat one being the starting signal 
gantry at Ostend Quay, which carries 6 dolls, for starting 
and shunt signals. All these designs have been specially 
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Cross section, at cross girder, through main girder 
of new Brussels North-South Junction line 
viaduct showing welded construction 
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arranged to meet the clearance restrictions imposed by the 
overhead wire system of electric traction. 


Brussels North-South Junction Line 
Remarkable all-welded girder structures supporting 
7 lines of way for a length of the new north to south con- 
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Left: Elevation 
and plan of viaduct 


the new South 
station at Brussels 
where it joins the 
new North-South 
Junction line. 
Note the alternating 
cantilevered and 
suspended spans 


necting line improvements in Brussels have been provided 
by the Enghien-St. Eloi and the Willebroek works. From 
the illustration it will be seen that the modern cantilever 
alternating with suspended girder construction has been 
adopted. The permanent way is carried on a deck supported 
on cross members half-way up the longitudinal main girders 
as shown in the section. The welding was carried out 
under extremely careful supervision in accordance with 
a plan drawn up by the railway and strictly enforced. 
Radiographic (X-ray) inspection was applied, before the 
work was accepted from the contractors, by a subsidiary 
firm, and showed very good work for the most part, only 
a little retouching being needed here and there. This is 
attributed to the very strict rules applied during the process. 

The awnings over the new platforms, which are for 
some distance on a curve, are all welded, with H-girder 
longitudinal bracing. On top of every second support there 
is riveted an extension for supporting the contact wire 
equipment for electric traction which is to be installed on 
the new line. There is an _ all-welded signal bridge, 
spanning the 7 tracks, of the Vierendeel girder type. 

We are indebted to our Belgian contemporary, L’Ossature 
Métallique, for the above notes and illustrations extracted 
from its January, 1940, issue. 








Victoria Bridge, Montreal: Its 


During their stay in Montreal recently, the Governor- 
General and Princess Alice motored to the South Shore 
and planned their return by way of Victoria Bridge, which 
carries to the Island of Montreal the east and south main 
lines of the Canadian National Railways, a vehicular road- 
way, an electric suburban line, and a pedestrian footpath. 
Our contemporary, Canada’s Weekly, took the opportunity to 
recount some of the main features in the story of this historic 
bridge, and the following notes are extracted therefrom. 
From the St. Lambert shore to the Montreal side, the dis- 
tance over the approaches and the bridge span is 9,144 ft., 
approximately 1}? miles. Victoria bridge is named after 
Queen Victoria, grandmother of Princess Alice. It was built 
as an undertaking of the Grank Trunk Railway, and work 
was begun in July, 1854, on a steel tube carried on stone 


Links with the Royal Family 


piers. The first train crossed on November 24, 1859. The 
official opening took place in 1860, when on August 25 the 
last rivet was driven by the Prince of Wales (later King 
Edward VII). After long service, increasing traffic necessi- 
tated the replacement of the orginal steel tube single- 
track bridge by a lattice steel girder bridge carrying a 
double track. The work was completed on December 13, 
1898. 

During the Canadian visit of the Duke and Duchess of 
Cornwall (afterwards King George V and Queen Mary) on 
October 16, 1901, they were escorted to the spot where in 
1860 the then Prince of Wales had driven the final rivet, to 
‘open ’’ formally the reconstructed bridge. The recent 
visit of Princess Alice thus brought a third member of the 
Royal Family to this historic span across the St. Lawrence. 
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CAUSES OF BURST HIGH-PRESSURE LOCOMOTIVE BOILER 


The failure of an experimental high-pressure 4-8-2 express locomotive 
on the former P.L.M. Railway of France was investigated and traced 
to prolonged overheating of the tubes, caused by defective circulation 


T will be remembered that in the course of trials some 
I years ago with more powerful locomotives for the heavy 
express service on the former Paris, Lyons & Mediter- 
ranean Railway over the heavily graded 99-mile section 
between Laroche and Dijon, a 4-8-2 locomotive, No. 241.B.1, 
was fitted with a Schmidt-Henschel boiler, designed for a 
working pressure of 110 kg. per sq. cm. (1,562 lb. per sq. in.). 
Soon after leaving Laroche, on April 25, 1933, one of the 
primary circuit tubes burst, the actual pressure at the time 
being about 1,420 lb. per sq. in. and the boiler having been 
fired for about 1,600 hours. The burst occurred on the under 
side of the tube, at about the centre of the slightly inclined 
portion across the top of the firebox. The tube in question 
is one of a series, 41 mm. (1-614 in.) dia. x 4:3 mm. 
(0-169 in.) thick, running from the lower header (d in the 
diagram) to the upper header (e) on the opposite side. As 
seen from below, the burst had the appearance of a split 
bulge, 92 mm. (3% in.) long and 48 mm, (1% in.) wide, obvi- 
ously due to overheating. M remained to be ascertained, 
however, whether it was a case of local overheating caused 





Cab view of P.L.M. high-pressure locomotive 


f 





Diagrammatic cross-section of Schmidt-Henschel 
boiler on P.L.M. 4-8-2 locomotive 


by some obstruction, or whether there had been prolonged 
overheating due to defective circulation, possibly affecting 
other tubes. An investigation, summarised below, leaves 
no doubt that permanent inadequacy of circulation was 
responsible, but it is understood that this deficiency had 
been recognised by the builders and that measures had 
subsequently been taken to remedy it. 


Examination of Material 
The tubes concerned were of high-purity mild steel con- 
taining 0-11 carbon, 0-003 silicon, 0-022 phosphorus, and 
0-41 manganese. Mechanical tests on specimens taken from 
near the burst gave the following results :— - 


As Taken 
26-4 kg. per sq. mm. 
(16-76 tons per sq. in.) 
37-2 kg. per sq. mm. 
(23-62 tons per sq. in.) 


After Annealing 
27-9 kg. per sq. mm. 
(17-72 tons per sq. in.) 
39-5 kg. per sq. mm. 
(25-08 tons per sq. in.) 


Elastic limit 


Tensile strength 


Elongation 32 per cent. 38 per cent. 
Resilience* 17-6 kg.-m. 15-1 kg.-m. 
(127-3 Ib.-fe.) (109-2 Ib.-ft.) 


* Relative values only, the thinness of the metal not permitting the standard 
form of specimen = 

These data show that the metal of the damaged tube was 
in normal condition, a fact which was confirmed by micro- 
scopic examination revealing no grain growth such as was 
discovered in adjoining tubes (see below). 

At 100-diameters magnification, specimens from the burst 
tube showed a fine structure of normal appearance, but at 
1,000 diameters globular pearlite could be seen with white 
points of cementite. Various authorities have stated that 
this coalescence or decomposition of pearlite requires tem- 
peratures from 600 to 715° C. (1112 to 1319° F.) but it seems 
certain that, at the stress prevailing, the tube failed at a 
lower temperature, probably about 550° C. (1022° F.). 

The working stress in the tube at the time of failure was 
about 4-76 kg. per sq. mm. (3-02 tons per sq. in.). Taking 
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The Schmidt-Henschel high-pressure locomotive, No. 241.B.1, P.L.M. Railway, France 


this in conjunction with the known values of creep limit and 
ultimate strength (rapid test) for mild steel at various tem- 
peratures, it is seen that the tube might have failed from 
prolonged exposure to a temperature about 550° C. (1022° F.), 
or from even temporary exposure to 750° C. (1382° F.). All 
the evidence points to prolonged heating at about 550° C. 
(1022° F.) resulting from defective circulation. The tem- 
perature of the water at the full working pressure of 110 kg. 
per sq. cm. (1,562 Ib. per sq. in.) being 316° C. (601° F.), 
the tube was overheated at least 550 316 234" C. 
(421° F.). 

Microscopic examination of other tubes, particularly some 
in the lower headers of the primary circuit, revealed the 
development of a very coarse microstructure in places par- 
ticularly exposed to the fire. No such grain growth was 
discovered in tubes more distant from the burst one, nor was 
this structure found in it itself. Specimens taken from 
coarse-grain areas showed low elastic limit (average 18 kg. 
per sq. mm. or 11-4 tons per sq. in.) and less than one- 
quarter the resilience of specimens from other tubes, viz. 
an average of 28-9 lb.-ft. compared with 127-3 lb.-ft. for the 
burst tube. These, it should be remembered, are only 
relative figures. 

Hitherto, it has been supposed that a temperature of 
about 650° C. (1202° F.) is necessary for the recrystallisation 


[ 


wow teal eee lee oer lees rele oe! 


of strained mild steel, but the present case shows that pro- 
longed heating, about 1,600 hr., at 500-550° C. (932-1022 
F.) may suffice. The overstraining of the metal, which is a 
contributory factor in the growth of grain size, is due to the 
elastic limit of mild steel at about 500° C. (932° F.) being 
lower than the stress in the tube at the maximum pressure 
of the boiler. 

The investigators concluded that the use of special alloy 
steel was essential in the tubes of extra-high pressure boilers. 
The apparent factor of safety of 6 resulting from the use of 
19-ton mild steel for a working stress of 3-17 tons per sq. in., 
was completely illusory at 450° C. (842° F.), owing to the 
effect of creep. The factor of safety should be at least 10, 
referred to the tensile strength as ordinarily determined. 

If the tubes in question had been of heat-resisting alloy 
steel they would have been able to withstand a temperature 
about 630° C. (1166° F.) without fracturing by continuous 
creep or flow. For example, the 0-45 per cent. chromium, 
0-45 per cent. molybdenum Chromesco steel withstands 
5-7 tons per sq. in, at 550° C. (1022° F.), compared with 
3-2 tons per sq. in. for mild steel. Apart from the question 
of material, however, the design of boilers of this class must 
be such as to ensure vigorous circulation, without which even 
a relatively moderate degree of overheating may ultimately 
result in failure. 





High-pressure boiler mounted on frame of P.L.M.' 4-8-2 locomotive, No. 2 41.B.1 








B.S.S. FOR Oxy-ACETYLENE WELDING IN MILD STEEL. 
The British Standards Institution has recently issued a 
revision of B.S. 693 for oxy-acetylene welding in mild steel. 
This revision was undertaken mainly in order to bring the 
requirements specified in this standard into line with the 
recently issued code of the London County Council in con- 
nection with the conditions for the granting of permission 


to use oxy-acetylene welding construction in London. At 
the same time the question of tests on welds has been recon- 
sidered, and provision is now made for more simple tests to 
be carried out which are considered to be sufficient to ensure 
sound welding. Copies may be had from the British Stan- 
dards Institution, 28, Victoria Street, London, S.W.1, price 
2s. 3d. post free. 





XUM 














November 22, 1940 


THE RAILWAY GAZETTE 





» 545 


REINFORCED CONCRETE SLEEPERS 


A useful type of timber substitute for sidings and works railways 


HE Stanton Ironworks Co. Ltd. is now producing rein- 
t forced concrete railway sleepers, nearly 50,000 of which 
have already been sold for use in sidings and on 
internal railways all over the country, both for Royal Ord- 
nance factories and for private concerns. The type of sleeper 
has been standardised and is modified into sub-standards to 
suit either bull-head rails used with standard chairs, or flat- 
bottom rails. There is provision for adjustment of gauge to 
suit requirements. With a flat-bottom rail, this is accom- 
plished by means of cast-iron clips, while for bull-head rail 
carried in chairs, there are special patent eccentric wooden 
ferrules. 
The sleepers supplied to date have stood the test of many 
months of hard wear, proving their suitability for use instead 
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Plans and sections of Stanton reinforced concrete sleepers 
to take B.S. Standard bull-head rail using standard chair, 
and flat-bottom rail. 


of timber sleepers in the conditions for 
which they have been produced. They 
are manufactured with 3 in. graded 


granite, or other suitable aggregate, washed 
local sand, and portland cement. The rein- 
forcing is with bars and wire to B.S.S. No. 
785-1938. For fixing flat-bottom rails, patent 
creosoted wooden blocks to take coach 
screws are inserted during manufacture; or 
the sleeper may be provided with cored holes 
and square-headed recesses to prevent rota- 
tion of ~ in. diameter bolts. The latter is 
the method used for securing chairs to the 
sleepers. Another type of fastening consists 
of plastic inserts cast during manufacture to 
take special coach screws. 


Left: Siding laid with Stanton reinforced 
concrete sleepers 








Right: Signal box at Sireatham 
Common damaged by 100-1b. bomb 
dropp:d on the adjacent line by 
a Zeppelin on September 24, 1916. 
Among those seen in the picture 
are Sir Charles L. Morgan, Chief 
Engineer, Mr. J. Petrie, District 
Engineer, and Mr. S. W. Smart, 
of the then L.B. & S.C.R. Sir 
Charles Morgan who died last 
week was a director of the Southern 
Railway, and Mr. S. W. Smart 
is Train Services Assistant to 
the Superintendent of Operations 
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Railways and the 
War—45 


Above: One of two 14-in. mobile railway guns from 
Fort MacArthur passing through Los Angeles recently. 
A 20-car special train carried the guns, ammunition, 
equipment, and about 200 officers and men to Naples, 
California, where the guns were set up and fired in a target 
practice, simulating as nearly as possible the defence of 
the coast against invasion. The entire three-week practice. 
including cost of transport, installation of the guns, and 
firing, was estimated to cost about $50.000 


Left: Loading an Admiralty barge on a railway vehicle 
at a Southern Railway depot—one of the many exceptional 
wartime loads that the British railways are handling 


Right: A group of 50 British 

children, evacuated to the U.S.A., 

in the train from New York to 

New England places, where they 

are being housed temporarily for 
the duration of the war 
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PERSONAL 


Mr. J. W. Wicks, Acting Technical 
Officer (Buses & Coaches), London Pas- 
senger Transport Board, joined the 
London General Omnibus Company in 
July, 1930, as a Technical Assistant. 
Subsequently he became Engineering 
Assistant to the Chief Chemist. In 
July, 1932, he left the L.G.O.C. and 
oined the Associated Equipment Com- 
pany as a Technical Assistant in the 
Experimental Department. When the 
London Passenger Transport Board was 
established, in 1933, Mr. Wicks 
returned to the Chiswick bus works as 
. Technical Assistant in charge of the 
Experimental Section under the Tech- 
nical Officer, Buses & Coaches. In 
March, 1935, he was promoted to be 
Assistant to the Technical Officer, and 
was responsible for the Experimental 
Inspection of Supplies, and Specifica- 
tion Sections. He retained this posi- 
tion until the beginning of the war 
when he was made Acting Technical 
Officer. He was made an officer of the 
board on September 2, 1940. « Mr. 
Wicks is an Associate Member of the 
Institution of Automobile Engineers and 
. Foreign Member of the Society of 
Automotive Engineers. 

Mr. E. L. Diamond, who, as we 
recorded in our issue of November 8, 
was released after being detained for 
several months under the Defence of 
the Realm Act, has received a letter 
from the Home Office expressing the 
deep regret of the Secretary of State 
at his detention and adding that the 
information now before him ‘‘ makes it 
clear that there are no reasons for 
regarding your character and loyalty 
as having been in doubt.” 

The Home Secretary also stated 
that he was satisfied that the infor- 
mation on which the order for Mr. 
Diamond’s detention was based was 
mistaken, and that he had ordered a 
full investigation of the circumstances 
that led to the making of the Order. 
The Ministry of Supply has offered to 
reinstate Mr. Diamond in his former 
position, expressed regret for the suffer- 
ing and hardship caused to him, and 
agreed to pay the arrears of his salary. 
Mr. Diamond has accepted that offer 
and expects to resume his duties in the 
near future. 

Mr. F. W. Mottiey, 
Freight Manager of the Canadian 
Pacific Railway Company, has _ been 
appointed Acting European Manager as 
from November 1, when, as_ was 
recorded in THE Rattway GAZETTE of 
November 8, the European Manager, 
Mr. J. C. Patteson, took over the 
duties of Controller-General of Trans- 
portation for the Ministry of Supply. 
Mr. Mottley joined the Canadian 


European 
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Pacific Railway Company in April, 
1907, as clerk in the General Traffic 
Department. In 1908 he became 
Secretary to the General Traffic Agent, 
and in 1910 he was appointed Secretary 
to the European General Manager. In 
1911 he became Chief Clerk, Traffic 
Department, Canadian Pacific Express, 
of which service he became European 
Superintendent eight years later. Five 
years ago Mr. Mottley succeeded the 
late Mr. T. J. Smith as European 
Freight Manager of the C.P.R. 


We regret to record the death in 
Buenos Aires on September 7, at the age 
of 82, of Mr. Henry Hamilton Petty, 
who was for many years connected with 
the Central Argentine Railway as an 
engineer. He was born in County Clare, 
Ireland, and served his pupilage under 
the late Sir Thomas Drew, of Dublin. 
After experience on railways in Ireland 
and Canada, Mr. Petty joined the 
engineering staff of the Central Argen- 
tine Railway in 1885, and took charge of 
maintenance work between Rosario and 
Cérdoba, and in 1889 he was promoted 


to be Superintendent of Permanent 
Way. He was subsequently engaged on 


the construction and maintenance of 
several of the numerous branch lines 
laid down by the Central Argentine 
Railway during the period of intensive 
railway construction between 1890 and 
1912. In the latter year Mr. Petty was 
transferred to the headquarters staff of 
the Chief Engineer’s Department at 
Buenos Aires. He retired on pension at 
the end of 1919 after 34 years’ service 
with the company. 


Mr. Charles H. Read, of Amherst 
Nova Scotia, has been reappointed a 
director of the Canadian National Rail- 
ways for a further term of three years, 
effective October 1. 


Dr. Salvador Oria who, as announced 
in our issue of November 8, has been 
appointed Argentine Minister of Public 
Works in place of Dr. Luis Alberto 
Barberis, resigned, was born in the 
Province of Buenos Aires in 1883, and 
qualified as a lawyer in the University 
of Buenos Aires in 1907. After a period 
of journalistic work he was appointed 
Chief of Internal Taxes in the Ministry 
of Finance. In 1913 he was appointed 
Legal Representative of the Province of 
Buenos Aires before the Supreme Court. 
From 1915 to 1916 he was Judge of the 
Court of First Instance of the Province 
of Buenos Aires. In 1924 he was ap- 
pointed Under-Secretary of the Ministry 
of Finance. Between 1926 and 1928, 
Dr. Oria was a director of the National 
Mortgage Bank, and also served as 
Argentine delegate to the financial con- 
ference at the League of Nations in 1926 


547 


NEWS SECTION 


and 1927. In 1931 he was appointed to 
be a director of the Income Tax Council, 
and two years later became President of 
the National Board created to deal with 
unemployment. In 1935 he became a 
director of the newly-created Central 
Bank, in which capacity he served as a 
member of the Currencies Committee of 
the Ministry of Finance. In 1938 Dr. 
Oria was appointed President of the 
National Roads Board, and he is 
entitled to a large share of the credit for 
the programme of road improvement 
and construction which marked his 
tenure of that office. In addition to 
other academic posts, Dr. Oria has been 
Professor of Finance in the Faculty of 
Economic Sciences of Buenos Aires since 
its foundation. A recognised authority 
on financial affairs, he is a director of a 
number of joint stock companies in 
Buenos Aires, 


INDIAN RaILway StaFF CHANGES 

Mr. Frank D’Souza, C.I.E., Director 
of Traffic, Railway Board, has been 
permitted to retire from Government 
service as from July 1. 

Mr. J. Scruby, Deputy Chief Engi- 
neer, N.W.R., has been permitted to 
retire from Government service as from 
July 24. 

Mr. T. N. Kunzru has been ap- 
pointed to officiate as Deputy Chief 
Engineer, N.W.R., as from July 1. 

The services of Mr. R. C. Case, 
officiating Chief Mechanical Engineer, 
G.I.P.R., have been placed at the dis- 
posal of the Defence Department, as 
from July 3. 

Mr. D. H. Hewitt has been appointed 
to officiate as Chief Mechanical Engi- 
neer, G.I.P.R., as from the same date. 

Mr. G. E. Berkley has been provi- 
sionally confirmed as Chief Traffic 
Manager, G.I.P.R. 

Mr. S. M. Basrur has been appointed 
to officiate as Deputy General Manager, 
Staff, G.I.P.R., as from August 2. 


Mr. E. E. Ford has resigned his mem- 
bership of the Algoma Central & 
Hudson Bay Railway and Algoma Cen- 
tral Terminals Bondholders’ Committee. 





Sir Charles Craven has resumed his 
post as Chairman & Managing Director 
of Vickers-Armstrongs Limited, and has 
tendered his resignation from the Air 
Council to the Secretary of State for 
Air, Sir Archibald Sinclair, who has 
accepted it with regret. Sir Charles 
Craven has been an additional member 
of the Air Council since April, 1940. 





Hussein Pasha Sirry has accepted the 
invitation of the King of Egypt to form 
a new Cabinet. Sirry Pasha is one of 
Egypt’s leading engineers and an 
expert on irrigation. 
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TRANSPORT SERVICES AND THE WAR—65 


Civilian air raid 


Restaurant cars in wartime 


The Ministry of Home Security has announced that, during 
the month of October, 6,334 civilians were killed and 8,695 
were injured and detained in hospital as the result of air raids 
on the United Kingdom. The totals were divided as follow : 

Children 


Men Women under 16 
Killea ‘ , ‘ as nr 2,791 2,900 643 
Injured and detained in hospital a 4,228 3,750 717 


Buffet Cars for Troop Trains 
N.A.A.F.I. and the L.M.S.R., 


By arrangement between 


several buffet cars are being put into service for the convenience 
of members of the Forces making long journeys by special 





trains in this country. The buffet cars are manned by 
N.A.A.F.L. staft and afford both ordinary table accommodation 
and quick-service-counter facilities. They are already proving 
very popular, a single car serving as many as 500 customers 
on a long journey. The interior of one of these cars is shown 
in the illustration above. 


London Travel Information at L.N.E.R. Stations 

Intelligence officials, wearing on their left arm a yellow 
armlet lettered in black ‘‘ Travel Information,’’ are now on 
duty at Finsbury Park station (L.N.E.R.) from 7 a.m. to 
10 a.m. and from 4 p.m. to 7 p.m. to assist passengers during 
rush-hour periods. In addition, the enquiry offices at the 
L.N.E.R. terminals, King’s Cross, Liverpool Street, and 
Marylebone, are now in a position to answer public enquiries 
about the London travel situation in general. 


Manchester Coal Shortage 
Sir Ralph L. Wedgwood, Chairman of the Railway Exe- 
cutive Committee, in a letter to the Manchester Guardian, 
has replied to suggestions that the responsibility for a shortage 
of coal in Manchester and Salford lies with rail transport. 


Sir Ralph states that in the fortnight to November 11 the 


number of coal wagons discharged at Manchester and Salford 
has been 756 a day, equal to 7,500 tons of coal a day. For 
every ton of coal delivered there have been at least 4 tons 
available for delivery, and for every railway wagon unloaded 
there have been at least four waiting to be unloaded. During 
that fortnight there were never on any day fewer than 3,000 


casualties—- Buffet 
R.A.F. attacks on enemy transport 


cars for the Forces- 


wagons waiting at the disposal of merchants and_ publi 
authorities, and on occasions there were as many as 4,000. 


The S.R. Winter Timetable 

The Southern Railway has made very few changes in it 
main-line services from the timetables brought into opera 
tion at the beginning of 1940. The Fridays and Saturday 
only, 2.30 p.m. Waterloo to Bournemouth express is with 
drawn. On the Kent Coast the 4.45 p.m. from Cannon 
Street to Ramsgate, and the 9.25 a.m. from Ramsgate to 
Victoria are cancelled; the 7.15 p.m. from Victoria to Rams 
gate calls additionally at Chatham, and the 7.25 and 10.10 


Left: A busy corner of the first 
buffet car to go into service under 
the arrangement recently concluded 
between the N.A.A.FJ. and the 
L.M.S.R. for intreducing buffet 
cars exclusively for the con- 
venience of members of the 
Forces travelling long distances 
by special train 


a.m. from Ramsgate both start 15 min. earlier, make extra 
stops to Faversham, and arrive in London at the same time 
as before. There are some withdrawals of late evening trains 
which are very little used in present circumstances. Pull- 
man cars now run on nearly all the semi-fast and fast 
services between Victoria and Brighton, on the London- 
Bognor, London-Hastings, and lLondon-Portsmouth  ex- 
presses, and restaurant cars on ali but one of the Waterloo- 
Bournemouth and on all the Waterloo-Exeter expresses, as 
well as on the 9 p.m. to Southampton Terminus. Most of 
the alterations have been in operation for some time past, 
but the old timetable book did not record them all. 


Restaurant Cars in Wartime 

In the May 24, 1940, issue of THE RAILWAY GAZETTE a 
table was published showing the total number of restaurant, 
buffet and Pullman services that had been restored by 
British railways after the temporary cancellation of all these 
facilities in the latter months of 1939. It is satisfactory 
to be able to record that the winter timetables of the four 
main-line railways, operative from October 28, show a con- 
siderable increase in these services, the total number of 
trains equipped for the service of meals or light refresh- 
ments in or from restaurant, buffet, or Pullman cars having 
risen from 365 to 416 daily. From one of the tables 
it will be noticed that, as compared with February, there are 
12 additional restaurant car trains, 19 more buffet car trains, 
and 20 more Pullman car trains; of the total increase of 51 
services, the S.R. is responsible for 23, the L.N.E.R. for 21, 
and the L.M.S.R. for 8, the G.W.R. total being reduced by 
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one restaurant car service. Of individual increases, the S.R. 
addition of 20 Pullman car services is the largest, largely 
owing to the provision of cars on semi-fast services through- 
out the middle of the day between Victoria and Brighton. 
The L.N.E.R., as mentioned in the November 8 issue, has 21 
additional buffet car services in operation; the largest 
restaurant car increase is that of the L.M.S.R., with 8 more 
trains so equipped daily. It should be added that the 
shortness of the journeys of many of the L.N.E.R. buffet 
cars (e.g. Hull—York, Middlesbrough—Newcastle and New- 
castle—Carlisle) makes it possible for a single car to provide 
service on four or even six trains daily; the same applies to 
Pullman, buffet, and certain restaurant car services on the 
Central and Eastern sections of the Southern Railway, 
whereas at least one-half of the L.M.S.R. and L.N.E.R. 
restaurant cars, and a number of those on the G.W.R., work 
over such lengthy distances that only one journey can be 
made in the day, a proportionately larger staff and stock of 
cars being thus needed to maintain the service. 

The other table gives a list of the restaurant, buffet, and 
Pullman car trains now operating in Great Britain, from 
Penzance in the south-west to Helmsdale in the extreme 
north. From this the admirable extent to which the country 


Daily British Restaurant, Buffet, and Pullman Services, November, 1940 


Restau- 


Service rant 
Cars 


Buffet Pull- 


man 
| Cars aad 





Railway Section 


L.M.S.R.| Western ...| Euston-Glasgow ... 
* ...| Euston-Perth 
..| Euston—Carlisle ... 
| Euston-Windermere 
a ...| Euston—Blackpool 
“ ...| Euston—Heysham... 
a ...| Euston-Liverpool 
* ...| Euston—Manchester 
a ...| Euston—Holyhead 
a ...| Euston—Crewe je 
Euston Wolverhampton 
Liverpool-Glasgow 
F Liverpool—Newcastle 
..| Liverpool—Hull 
o Liverpool—Plymouth 
Midland St. Pancras-Glasgow 
°° ...| St. Pancras—Bradford 
} ne ...| St. Pancras—Sheffield 
St. Pancras—Manchester 
Bristol-Derby . 
Glasgow-Aberdeen 
Perth-Aviemore 
a ...| Inverness-The Mound-Helmsdale 
N.C.C. _...| Belfast-Londonderry ... ; _ 10 


Scottish 
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L.N.E.R.| G.N. & N.E.! King’s Cross—Edinburgh 
~ King’s Cross—Newcastle 
King’s Cross-York 
| King’s Cross—Leeds 
°° King's Cross—Hull 
- King’s Cross-Cleethorpes 
Hull-Liverpool (Lime Street) . 
Hull—York 
| Newcastle Liverpool (Lime St. re 
Newcastle—Leeds = 
os Newcastle Middlesbrough seal 
* Newcastle—Carlisle . P 
* Newcastle—Edinburgh- Glasgow 2 
G.c. ...| Marylebone—Leicester—Man- 
| chester 
on ...| Hull-Liverpool ee 
G.E. ..-| Liverpool St.-Norwich . 
Liverpool St.-Ely oe 
Liverpool St.—Clacton Walton 
Peterborough-Colchester 
Edinburgh- Aberdeen 
Glasgow-Fort William ... 
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nN 
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nna» 


Scottish 


G.W.R. Paddington-Penzance 
Paddington-Plymouth 
Paddington—Kingswear ... 
Paddington-Bristol 
Paddington-Cardiff Swansea 
Paddington-Cheltenham 
Paddington-Birkenhead 
Paddington-Shrewsbury 
Paddington-Wolverhampton 
Paddington—-Worcester ... 
Paddington-Westbury-Wey- 

mouth 


NWUNNNOWANDA no NAO)! 
ina 


NN 


Waterloo Exeter ‘ | 10 
.| Waterloo-Southampton Bourne-| 17— | 
mouth 

...| Waterloo-Portsmouth ... wi 16 
.|*Victoria—Brighton—Worthing ... 4 
...|*Victoria—Eastbourne—Hastings ... = 
...|*Victoria—Littlehampton-Bognor 16 

.| tVictoria~Ramsgate bad 

...| }Charing Cross-Dover Deal 

.|tCharing Cross—Hastings 


S.R.  ...| Western 


—w 


OOnoanra 


Central 
Eastern 


* Includes services to pees from London Bridge 
t Includes services to and from Cannon Street. 
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Number of Restaurant, Buffet, and Pullman Car Trains running daily over 
British Railways in February and November, |! 





Restaurant| Buffet | Pullman 
| Cars Cars Cars Total 
Railway Section | = eS 
Feb. | Nov.| Feb. | Nov.| Feb. | Nov.| Feb. Nov. 
| | | 
= 3 : —_—__—— 
L.M.S.R. | West Coast Services... 8 10 | | 8 | 10 
Western Division ...| 38 42 | | 38 42 
Midland Division sect ae 24 22 | 24 
Scottish Services <a ee Ae | | | 16 16 
N.C.C. (ireland) - 10 10 | / 10}; 10 
L.M.S.R. Totals wet at a 92 | 10 10 94 | 102 
L.N.E.R.| East Coast Services ict is} 4 | 13 19 
Great Northern Section 10 12 2 2 = 12 14 
Great Eastern Section ...| 22 16 2 6 24 22 
Great Central Section ... | 6 8 6, 8 
North Eastern Area 4| 4] 32] 4! 36 | 45 
Scottish Area... ae 8 10 | 2 8] 12 
L.N.E.R. Totals = oooh - a 57 | 42 63 99 120 
GW.R.Totas  ... .... 40) 39] 12/ 12 5s2| 5! 
S.R. Western Division «| 36 43 | | 36| 43 
Central Division wa "we 16 6 4 36 58 | 60 78 
Eastern Division ... ios 24 22 24 22 
S.R.Totals ... ... «| 54| 59| 6) 4| 60| 80| 120| 143 
Grand Totals .  w| 235 | 247| 70) 89| 60| QO | 365 | 416 


is now covered in every direction is apparent, not only along 
the arterial routes, but also across country on such servicés 
as Liverpool—Plymouth, Liverpool—Hull, Liverpool—New- 
castle, Bristol—Derby, Peterborough—Colchester, New- 
castle—Carlisle, and others. In the L.M.S.R. and L.N.E.R. 
cars the 2s. 6d. breakfast, luncheon, and dinner still remains 
standard, with 3d. in the 1s. added for service on the former 
line, and 10 per cent., to the nearest penny, on the latter. 
The G.W.R. and S.R. meals are priced at 3s. (except the 
G.W.R. breakfast, which is a la carte), with gratuities left to 
the discretion of the passenger. In Eire the restaurant and 
refreshment car services are unaffected by war conditions; 
the Great Southern Railways run daily 16 restaurant car 
trains, 6 trains in which meals and refreshments are served 
from Pullman type cars, and 6 more in which light refresh- 
ments are served from pantries, or 28 in all. The Great 
Northern Railway has 4 restaurant car trains and 14 buffet 
or pantry car trains in operation, 18 in all. The 46 services 
in Eire, added to the 416 in Great Britain and Northern 
Ireland, give a total of 462 trains equipped daily for service 
of meals or refreshments in the British Isles. 


Extension of Summer Time 


It has been decided that summer time shall be continued 
throughout the winter in Eire. In Palestine, although summer 
time terminated on September 30, it was reintroduced on 
November 16. 


L.M.S.R. Clyde Steamer Sailings 


The L.M.S.R. states that, as a result of the Government 
decision to continue summer time throughout the winter, 
the Clyde Coast services, shown in timetables and diaries in 
November were amended on November 17. A pamphlet 
containing the revised services has been made available at 
L.M.S.R. stations. 


George Medal for Southern Railwaymen 


In the Supplement to The London Gazette of November 15 
is announced the award of the George Medal to Subganger 
George Frederick Keen and Lengthman George Henry Leach, 
both of the Southern Railway, for their action in quickly 
collecting a working party, when an ammunition train of 
some fifty wagons, standing on a single line railway, was hit 
by an explosive bomb during an air raid, to help remove the 
damaged wagons to a place of safety. 30th men acted regard- 
less of their own safety and at very considerable personal risk. 
A more detailed description of this gallant action was given 
in THE Rattway Gazette of September 6, at page 257. 


Commendations for Southern Railwaymen 


The same issue of The London Gazette gives among names of 
those who have been brought to notice for gallantry or good 
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On and from FRIDAY, 26th JULY 1940, (c) 
passengers travelling by trains crossing the ‘ clearly 
FORTH and/or TAY BRIDGES will not be A 
permitted to take with them into compartments 
any luggage or other article of greater Pa 
dimensions than an ordinary sized attache case, e 
but will require to place such in the Guard's ry 
Van. 3 @Do not 
Luggage and articles placed in the Guard's 
Van will not be accepted unless properly labelled . 
with the name and address of the passenger. ® 
In any case of dispute the decision of the y 
Company's servant will be final ° 
The Railway Company reserve the right to 
examine all luggage carricd in trains crossing y 
e 


the FORTH and/or TAY BRIDGES. 
BY ORDER 














The L.N.E.R. poster concerning Forth 
and Tay bridge restrictions 


service in connection with civil defence, those of the following 
employees of the Southern Railway : Porter Leonard George 
Francis, Fireman William S. Smith, and Area Inspector George 
Clinton Tanner 


Refreshment Equipment on Tube Railways 
The Lord Mayor (Sir George Wilkinson) handed a cheque 
for £20,000 from his Air Raid Distress Fund to the Minister 
of Food (Lord Woolton) at a tube station on Thursday night, 
November 14. They were accompanied by Lord Ashfield, 
Chairman of the London Passenger Transport Board. Some 
£15,090 of the grant will be devoted to buying equipment 


with which to provide refreshments for shelterers on the 
tubes. The apparatus needed includes 480 10-gal. electrically- 
heated boilers A supply of water and electric power is 


being provided at each of 160 feeding points (platform space 
reserved for apparatus and service) on the 80 tube stations 
on which shelterers assemble. At each point there will be 
three 10-gal. electrically-heated boilers in which tea, cocoa, 
and hot soup will be made. Food will be delivered to six 
railway depots and packed in fibre, dust-proof containers 
[he containers will be loaded into special four-car_ tubs 
trains which will set out every day at | p.m. One of these 
tube refreshment specials is already in service and refresh 
ments are now being provided at the following stations on 
the Central Line: Shepherds Bush, Holland Park, Notting 
Hill Gate, Queens Road, Lancaster Gate, Marble Arch, Bond 
Street, Chancery Lane, and St. Pauls. 


R.A.F. Attacks on Enemy Railways 

During the past week the R.A.F. has again levelled heavy 
attacks on the communication svstem of Germany. On the 
night of November 13-14, during the visit of M. Molotov to 
Berlin, various targets were attacked in the capital, including 
the Schlesischer station, the Tempelhof vards, a main line 
junction at Potsdam, near some large locomotive sheds, and 
the Griinewald vards. Large fires were observed at the last 
two. On the same night railway sorting vards at Rheine and 
Diisseldorf were visited by the R.A.F., as also were the docks 
at Wilhelmshaven and Bremerhaven, and the inland river 
ports of Duisburg and Dortmund. 

Next night the main targets of our bombers over Berlin 
were again the main railway stations and their extensive 
yards. In an Air Ministry News Service bulletin on this raid, 
it is pointed out that Berlin is the most important focal point 
in the railways of Central Europe, and that the damage done 


TO SENDERS AND 
CONSIGNEES OF 
GOODS 


@ Pack your goods securely 
@ Make out consignment notes 


@ Label your goods clearly—using 
Black Ink on White Paper 

@ Have goods ready for 
despatch early in the day 

delay 
vehicles effecting collection 
or delivery 

@ Do not detain wagons a 
moment longer than is 
necessary 
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shippers 
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ORDER 1940 


Notice is hereby given that 
the above-mentioned Order 
applies to Mechanically pro- 
pelled Road Vehicles parked 
on these premises and that 
persons in charge of such 
vehicles are forbidden to 
leave them unattended unless 
the vehicles are rendered 
incapable of being driven. 
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Railway notice now posted at car 
parks and station premises 


during that raid will have increased the chaos that the R.A.1 
has already made of the German transport system. Damage 
of this kind to vital centre will affect not only Germany itself 
but also her transport in the countries she has overrun. The 
Stettiner railway station was an early subject of attack, and 
fires and many heavy explosions were caused in that area 
Goods vards between the Potsdamer and Anhalter stations 
were also attacked : bombs were seen bursting right on the 
track and the pilot was able to report 12 fires. At the Schles 
ischer station bursts were observed on station buildings, these 
were followed by explosions in the station area and goods 
tracks and among the sheds in the yards Damage was also 
reported at the Anhalter station, Tempelhof railway vards, 
and to the Nordringbahn 

On the night of November 15-16 Hamburg was subjected to 
a very long and heavy air bombardment Hitherto R.A.F. 
raids on Hamburg had been almost exclusively confined to the 
dock areas, but on this occasion they were more widespread. 
The large riverside railway sorting vards in the Billwarder 
and Moorfleth districts were repeatedly bombed by relays of 
aircraft for nearly two hours. Warehouses and sheds wer 
reported to have been hit and one large building struck by a 
heavy bomb appeared to blow up 

In Eritrea, the railway station at 
on the same night and the railway 
bombed and the viaduct damaged. 


Agordat was attacked 
station at Cheren was 


Railways in Italy 

Che Italian State Railways have completed and brought 
into operation on October 18 double track between Arona and 
Domod’ossola on the Simplon line. This line is now very 
much used for transport of coal and other materials from 
Germany to Italy. 

The frontier railway between Ventimiglia and Mentone has 
been incorporated in the Italian State Railways. 


B.B. & C.I.R. Fund for an Aircraft 


The B.B. & C.1. Railway has announced that on Septem- 
ber 9 a further sum of £2,000, which was raised by volun 
tary subscriptions from the staff and friends of the railway, 
was remitted to the company’s home board for presentation 
to the Air Minister, and that this amount, together with pre 
vious remittances, is sufficient to cover the cost of a Spitfire 
aircraft for the Royal Air Force. The B.B. & C.I.R. opened 
its fund early in July. The Air Minister is being requested 
to name the aircraft B.B. & C.I, Railway No. 1. 
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PARLIAMENTARY NOTES 


Railway Agreement and Charges 


Mr. L. Silkin (Peckham—Lab.), in the 
House of Commons on November 13, 
initiated a debate on the railway agree 
ment and on railway rates generally. 
He said that on September 1, 1939, the 
Government had made a profound mis 
take and missed a great opportunity in 
not taking over and acquiring, on 
behalf of the nation, the whole of the 
transport system of the country, includ- 
ing not only the railways, but road 
undertakings, canals and even coastwise 
shipping. It was essential for the 
Government to have complete control. 
That involved a drastic reorganisation 
ind co-ordination of the transport 
system. To bring that about the profit 
motive must be eliminated. The use 
of the transport system to the best 
idvantage could be achieved only by 
national ownership. Provided compen 
sation could be reasonable, it would be 
to the financial advantage of the nation. 
Overlapping would be avoided and 
economies be effected, which, under 
present conditions, it was not necessary 
for the private undertakings to secure. 

The House did not know the full 
terms of the agreement. It was certain 
that, whether the agreement was in 
draft or not, it had not yet been agreed 
with the railway companies. It was 
unfair to the House and to the public, 
ind, indeed to the railway companies, 
that after fourteen months the Govern 
ment should be controlling the railway 
system without having agreed the terms 
upon which it should do so. The finan 
cial statement gave the undertakings a 
guarantee by the Government of a mini 
mum annual revenue of £40,000,000. 
Phat figure was based on the annual net 
revenue for the three years 1935, 1936, 
1937 The revenue for 1938 was just 
over £34,000,000. Why had the 
Government chosen the three arbitrary 
years 1935 to 1937 and omitted 1938? 
On only four occasions in the last ten 
years had the net revenue of the com 
panies exceeded £40,000,000. The 
financial arrangements provided that if 
the total revenue of the undertakings 
reached £68,500,000 the undertakings 
were to receive £56,000,000 and the 
remainder was to go to the Exchequer 
as additional indirect taxation. The 
figure of £56,000,000 was one which the 
companies had never reached, certainly 
since 1921. 

It would be equitable to fix the mini 
mum revenue in the same way as the 
standard income was fixed for Excess 
Profits Tax, so that the railway com 
panies could not make _ additional 
profits out of the war. In that case 
the maximum revenue which the com- 
panies would be allowed to earn would 
not exceed £40,000,000. Under Clause 
9 of the ‘‘ Outline of the Financial 
Arrangements,’’ provision was made for 
permitting the undertakings to charge 
the cost of restoring war damage up to 
a maximum of £10,000,000 in any one 
year. Preferential treatment was being 


given to the railway companies over 
private concerns. 

Clause 10 of the Agreement provided 
that the railway companies might 
charge increased fares and rates as 
working costs increased, but there was 
no provision for taking into account 
any increased revenue which they re 
ceived. Whether increased income was 
regarded as spreading the overheads 
over a wider field, or whether it was 
regarded as additional profit for extra 
work done, to ignore it entirely as a 
factor in deciding upon increases in rail- 
way charges could not possibly be fair 
or be justified. 

It was interesting to note the in 
creases in net revenue of the railway 
undertakings in wartime. In the first 
six months of 1939 the total net 
revenue of the railway undertakings was 
£14,900,000. In the first six months of 
1940 the total net 
£20,800,000, an increase of nearly 
£6,000,000, or about 40 per cent. Of 
that increase only £3,250,000 came 
from the 10 per cent. increase in 
charges operating in May and June. So 
even if there had been no increase of 
charges in the first six months of 1940 
the railway companies’ would still 
have had a profit higher by £2,679,000 
than in the corresponding period of 
1939. Under the agreement the 
Minister was not allowed to take that 
fact into consideration. 


revenue Was 


White Paper Omissions 


Referring to some of the White 
Paper omissions, he said there was no 
statement in the financial arrange- 
ments as to the financial terms on 
which the railway companies were to 
carry goods, and members of the Forces 
holding free tickets or cheap vouchers. 
A great deal depended upon the terms 
which the Government paid for those 
things. 

There was very little incentive on 
the part of the railway companies to 
introduce economies, seeing that they 
could recover from the _ travelling 
public the whole of any increase in 
cost. There was no statement as to 
what Government control really meant 
or how it operated. The House should 
be told what was the nature of the 
control. He did not see how any 
Minister who was concerned at all 
with the public interest could pos 
sibly have approved of the financial 
arrangements which had been _ pub- 
lished. 

Sir Ralph Glyn (Abingdon—C.), who 
described himself as the oldest rail 
way company director—in service—in 
the House, said he still believed in 
private ownership. He still believed 
that there was something to be said 
for competition, and that the railway 
shareholders had made a great con- 
tribution to the industries of the 
country by investing money at a very 
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low rate of return. The position of 
the railway companies was __ totally 
different from that of any ordinary 
company, because they did not come 
under the Companies Acts. Each rail- 
way conipany operated under an Act 
of Parliament. He was a member of 
the committee which, in 1921, sat for 
weeks on the amalgamation of the con- 
stituent companies. Government con- 
trol during the last war was _ totally 
different from what it was now, and 
was infinitely better than it was now. 


Last War Comparison 

During the last war period of con- 
trol no rates or charges were increased, 
except for passengers, when in 1917 
fares were deliberately raised in order 
to check an increased amount of travel 
which was not considered necessary. 
Speaking personally he regretted that 
fares were increased the other day. 
He thought it was a foolish step which 
ought not to have been taken, and 
he said so. The railways themselves 
were not in control of their own 
affairs; there was instead a_ bureau- 
cratic control over which there was no 
control by anybody. 

Mr. Clement Davies (Montgomery— 
Lib. Nat.) said that the purpose of 
the railways was to serve the com- 
munity. Too often that purpose had 
been hidden by concentrating on the 
earning capacity of the railways and 
upon the dividends that they could 
pay to their shareholders. All the 
costs of transport were additional 
costs to industry. Recently they had 
had considerable increase in costs. We 
were getting to a stage at which the 
increase would have become, in the 
short space of three years, something 
in the neighbourhood of 25 per cent. 
Why should that great burden be 
thrown upon the community? If the 
railway companies had only had the 
vision, the modern motorcar might 
have been developed 25 years ago. 
The railways should have been the 
first again to see the value of the aero- 
plane. But that was left to be 
developed by an individual here, a 
small company there, and a syndicate 
somewhere else. Today they had 
about 10,250 railway vehicles. They 
had 25,000 horse carts still in exist- 
ence. Those were the figures for 1938. 
In the lorry industry there were a 
total of 503,000 lorries on the road. If 
the railway companies had done their 
duty, they would have had_ those 
lorries, right from the outset, feeding 
the railways, carrying loads, both 
ways. How many journeys did the 
10,000 railway trucks make, loaded, in 
a vear? The average, at the most, 
was 56 journeys in a year—he had 
seen it put as low as 30 journeys in a 
year. Was that efficient working? 
That was largely due to the system of 
delivery at the small intermediate 
stations. Trucks, as a general rule, 
could carry 10 or 12 tons, but the 
average load of general merchandise, 
year after year, was only 2-8 tons, and 
sometimes it had been as low as 2-79 
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tons Something under one-third of 
the capacity of the truck was carried. 
[he railway engines were capable of 
drawing about 500 tons—some_ were 
capable even of drawing 1,000 tons 
but the average weight drawn today 
was 124 tons. He suggested that they 
should have main distributing centres 
at a distance of 25 or 30 miles Phey 
could then have lorries coming to 
those stations. 


Minister’s Reply 

Lt.-Colonel J. T. C. Moore-Brabazon 
(Minister of Transport) said that just as 
private enterprise must not exploit us 
in times of great emergency, so it was 
also right to say that we must not exploit 
it We must give it as fair a deal as 
we could in all the circumstances. He 
was not responsible for the agreement 
It was true that the more he looked at 
it the less he liked it: but, on the other 
hand, the more he looked at it the more 
difficult it was for him to find something 
better, short of nationalisation When 
war broke out a situation arose under 
which the railways were at last going 
to be able to show their worth to the 
State He supposed it might be said 
that at last they were going to become 
a prosperous business. Many people 
said that they ought to have been denied 
that 

During the last war they had pinned 
the guarantee at £48,000,000, and they 
did not have to increase charges Chey 
had vouchers by which they could go 
evervwhere for nothing, and so forth 
The Government had to pay 
£150,000,000, of which 460,000,000 was 
compensation for deferred upkeep, and 
the remaining £90,000,000 was to make 
up to the balance of £48,000,000 by 
virtue of payment for services rendered 
The charges of the railways went up by 
100 per cent There could be no claim 
by the railway companies against the 
Government after this war Chev had 
cut down the guarantee to 440,000,000 
and they had complete Government 
control. If thev were going to advocate 
a flat guarantee then with charges 
increased against them there was no 
other way of meeting that except by 
Government subsidy. Once they started 
subsidising the railways there was just 
no end to it 

The agreement was not a peacetime 
document ; it wasa wartime document. 
His charge operated through the Rail- 
way Executive Committee. It did not 
vary very much from the one in the 
last war. He had met the chairmen of 
the railway companies, and although on 
the difficult question of functions there 
could be a theoretical dispute—not a 
practical dispute—he had found that 
they were interested only in the national 


effort which the railways could make 


for the country. He had been asked to 
publish the monthly returns of the rail 
way companies. They would be false. 
He believed to publish them would give 
a certain amount of information to the 
enemy as to the general position of our 
railways. If they were to try to derive 
anything from the monthly returns, 
they might draw false conclusions owing 
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to some action he had had to take. He 
might have to come along, for national 
reasons, and say ‘“‘ No more passenger 
traffic for three days.’"’ That sort of 
thing would upset any conclusions drawn 
from the monthly returns. 

Whatever the vicissitudes of the war, 
and the changes which peace might 
bring, it was the aim of the Government 
to have an active and progressive trans- 
port system, not a heap of junk to be 
bought up. The agreement contained 
from the beginning machinery for 
increasing charges if costs increased 
owing to the war. He could not help 
pointing out that of the £46,000,000 
extra charges no less than £20,000,000 
was for increased wages and that a great 
part of the balance was for increased 
cost of raw materials. If they were 
not going to allow the railways to deal 
with extra expenses due to wartime 
operation they had to meet that situa- 
tion by another means, and that was by 
Government subsidy. 

He could not tell whether the railways’ 
war damage was likely to be more or 
less than {10,000,000 a year, but that 
was the guarantee—-that no more than 
this sum should be borne by increased 
charges. That was the reason why he 
had not been able to publish the agree- 
ment in full. It was in draft, and there 
was no difference between the railway 
companies and the Government. It 
would have been printed by now if it 
had not been for the contributory 
insurance scheme, which spread the risk 
over the whole country. 

Liability to E.P.T. 

\s to the Excess Profits Tax, the 
Financial Secretary had said that the 
railways were subject to the tax. The 
spreading of overheads was a_ very 
technical accounting point. If one’s 
business increased, one carried things 
cheaper per head by virtue of the spread- 
ing of overheads. That was not put 
into the agreement, and the benefit was 
given to the railways. If they were to 
allow the spread of overheads to count 
as an offset against increased profits, 
they would have to admit claims by the 
railway companies for increase in charges 
where diminution of traffic affected 
overheads in the contrary direction. 
The Government charges would be 
published. They were not of very great 
interest; they were only bulk usage 
charges. 

Mr. C. G. Ammon (North Camberwell 

Lab.) said everyone must have won- 
dered and marvelled at the courage and 
tenacity of our railwaymen who were 
running the railways in spite of all the 
difficulties and dangers of the present 
time. They did it splendidly, and the 
dangers were very real. 

Mr. G. Strauss (North Lambeth 
Lab.) said the Minister’s statement that 
the present railway agreement was not 
to be fundamentally revised, and that 
only such part might be altered as fell 
within the provision of compensation 
for war damage, would give rise to 
considerable and widespread disappoint- 
ment. It had been generally hoped 
among most Members, and in many 
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quarters outside, that the Agreement 
had proved itself fundamentally so bad 
and so unfair, and subject to so much 
criticism from so many quarters, that 
when the Government came to revise 
that particular part which dealt with 
war compensation, it was going to 
take the opportunity of revising the 
remainder. 


Return on Capital 

The Parliamentary Secretary to the 
Ministry of Transport (Mr. Montague), 
in winding up the debate, said that the 
railways were earning a little over the 
£40,000,000 guaranteed by the State, 
and the State was not called upon to 
carry out the guarantee. The 
£40,000,000 represented a _ fraction 
under 3 per cent. on the total capital 
involved. If the railway companies 
earned £56,000,000, it would amount 
to a fraction over 4 per cent. It was of 
little use to nationalise railways alone 
if they wanted to solve the problems of 
transport. It had to be a wide thing, 
embracing every kind of transport in 
the country, because they were all 
interlocked. One had to get down to 
details and to financial settlements in 
nationalising and rationalising, if one 
liked, the whole of the transport of 
the country on fair terms. If they 
nationalised transport tomorrow, they 
would still have to make some financial 
settlement. He did not think it wascon- 
ceivable that they could make a finan- 
cial settlement that did not involve at 
least the 3 per cent. on the £40,000,000 
which the Government guarantee in 
volved under the agreement. He 
assumed there was £40,000,000 profit. 
There could be only £56,000,000. If 
the difference between himself and the 
Opposition was a difference between 
24 per cent. and 3 per cent., or even 
4 per cent., he did not think that dif- 
ference mattered in the argument he 
was putting forward now. That was, 
that the problem of increased freight 
charges and passenger fares would not 
be solved merely by saying that they 
would nationalise the railways or alter 
the agreement, unless they were pre- 
pared to face the necessity for a 
Government subsidy to make up the 
difference. That is the important fact 
which was not recognised. 

Mr. Davies had been much concerned 
about the vicious spiral of inflation. 
There was no beginning and no end to 
inflation. If looked at as links in the 
chain, surely transport had as much 
right to call itself the last link as any- 
one else has to call it the first link, 
because the railways could not increase 
charges until well after there had been 
the increased costs which made the 
increased charges necessary. He 
could not see why it should be said 
that the railways were responsible for 
the inflationary movement. It was 
part of the inevitable results of war- 
time conditions. 

He failed to see where profiteering of 
the railways came in. The railways 
were doing a very fine public service at 
the present time, and although he was 
personally in favour of as rapid an 
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sanisation of a national transport 


oard as anyone in the House, they 
1ust not forget that, as long as they 
ive a system where private invest 
ient of capital was necessary to the 


iintenance of that system, and so 
ng as the nation was satisfied with 
iat system, then, if private capital 
they must expect to pay for 
he use of it. That was the practical 
osition in reference to the railways. 
‘ven in Russia about £100,000,000 a 
ear was paid in interest to the original 
oreign investors of private cap.tal which 
vas necessary for the purpose of develop 
1 the industries of Russia on modern 
nes. One hundred million pounds a 
ear was equal to 3 per cent. interest 
n about £33,000,000,000 of capital, and 
ie should imagine that they could quite 
vell use £33,000,000,000 of capital to 
itionalise transport and do a lot of 
ther things in this country without 


vas used, 


repudiating recognition of the fact that 


o long as they depended on private 


investment they had to recognise the 


right of investors to a charge upon the 


results. 


In talking about extra costs they 


were not really talking about expendi- 
ture, but about war costs 


quite a dif- 
ferent thing. The railways might find 
it convenient to employ 100 or 1,000 
more men and that would not be an 
increased cost. 3ut if the wages of 
those men went up it was an increased 
war cost, because it was part of the 
inflationary spiral or circle. 
(See editorial article, page 535) 








Questions in Parliament 


Travelling Post Offices 


Sir Ralph Glyn (Abingdon—C.), on 
November 13, asked the Postmaster- 
General why the railway Post Office 
travelling sorting vans had been with- 
drawn from traffic, as the existing slow 
delivery of postal packets would be still 
further retarded by this decision ; and, 
as it was possible for railway men of all 
erades to carry out their duties, why 
hould an exception be made of postal- 
van sorters who were equally anxious 
to play their part in spite of difficulties ? 

Captain Waterhouse: A satisfactory 
postal service by travelling post offices 
is dependent on an elaborate and closely 
linked network of cross-country railway 
services,-and presupposes regularity of 
running. Under present-day conditions 
it is not possible for railway connections 
to be regularly maintained and sorting 
work on trains has lost most of its use- 
fulness. The arrangements which have 
been made as the alternative to travel- 
ling post offices are designed to give the 
best postal service practicable in present- 
day circumstances. Although sorting 
in travelling post offices has been sus- 
pended until a more opportune time, 
Post Office staff continue to travel on 
the more important mail trains to ensure 
the expeditious handling of the mails. 
Sorting was not 
interests of the safety of sorters, but 
because of the practical difficulties. 


suspended in the 
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Staff and Labour 
Matters 


Shipbuilders’ Wages 

The Shipbuilding Employers’ Federa 
tion gave its reply at a meeting held in 
Carlisle on November 15 to the claim 
for an advance of 10s. a week on plain 
time rates, and a corresponding increase 
in base rates, which had been submitted 
by the Confederation of Shipbuilding & 
Engineering Unions. Mr. H. Main, 
President of the Employers’ Federation, 
said that the conclusion of the em- 
ployers, reached after very careful cdn- 
sideration, was that there had been no 
change in circumstances since the 5s. 
war bonus was granted in February last 
which would justify, or should neces- 
sitate, any further increase in wages at 
the present time. The Shipbuilding 
Employers, like the Engineering Em 
ployers, as reported in THE RaAILWay 
GAZETTE last week, have thus taken a 
stand against increases of wages in 
present circumstances. The trade union 
representatives who attended the meet- 
ing in Carlisle are reporting the position 
to their executive bodies. 


Engineering Wages 

When the Engineering Employers 
met the trade unions on November 5 in 
connection with the claims for increases 
in wages, some striking figures of the 
earnings of workers in the industry were 
given by the employers. A statement 
showing the average hours and average 
earnings of various classes of workers 
employed on piecework for a week in 
July, gave the following information : 


Average Average 

hours earnings 
s. d. 

Fitters... : 59 0 142 3 

Turners and machinemen 

Rated above fitters ... — — = 145 Of 
Rated below fitters ; 58 0 116 44 
Sheet metal workers ... a ee 147 82 
Moulders ea ee 114 O% 
Platers andriveters . : 54 4 126 43 
Labourers ae. wis a ae 96 24 








Sir Follett Holt on 
Argentine Trade 


Sir Follett Holt, Chairman of the 
Buenos Ayres Great Southern, Buenos 
Ayres Western, and other South 
American railways, in a recent interview 
foreshadowed a good improvement in 
Anglo-Argentine trade, following the 
investigations and recommendations of 
the Willingdon Mission. Speaking as a 
railway chairman, he felt that it was 
essential that some provision should be 
made to lift the colossal accumulation 
of the Argentine maize and other crops 
if the economic life of the railways was 
to be maintained to any degree. The 
amount of British capital invested in 
the railways of Argentina totalled over 
£250,000,000, and it was surely worth 
the British Government’s while to take 
over a part of this country’s export 
surpluses—for they would be needed— 
if by so doing they also insured the 
continued existence of their nationals’ 
investments in those regions. 

He could not praise too highly the 
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way in which the peoples of South 
America had put up with the loss of 
their important export trade to many 
European nations as a result of the 
British blockade. 








British and Irish Railway 
Stocks and Shares 


Prices 
oo 3s 
Stocks fa ro N 
ya Ov: | Rise/ 
+ - 19, | Fall, 
1940 
G.W.R. 
Cons. Ord. ... | 38 21; 354 |—¢ 
5% Con. Pref. 92 7! 84 +4 
5% Red. Pref. (1980) — 98 «| «83 934 |+4 
4°, Deb. ...| 103 91 1064 -+ 
4% Deb. 1054 | 933 | 1034 : 
44% Deb. 110 | 99 1084 
5% Deb. 121 10942 «1124 
24% Deb. mt ---| 634 54 62 
5% Re. Charge sos] SE 104 Ihtt 
5°) Cons. Guar. oncl WES 96H siti! tlt 
L.M.S.R. 
Ord me 94 143 |+4 
4% Pref. “(1923) oi @ 20 384 ++ 
4% Pref. st zat 514 |+34 
5' A Red. Pref. "(1955) | | 83 58 734 
4% Deb. 984 | 85 994 |—4 
5% Red. Deb. (1982) 109 1014 106 
4% Guar. 874 73 85 +3 
L.N.E.R. } 
5% Pref. Ord. wed 53 34 3k 
Def.Ord. ... ...| 34 Fi Fe ~ 
4% First Pref. ---| 384 19 354 +4 
4%, Second Pref. 15 7 1lg |+14 
5% Red. Pref. (1955) " 55 38 50 
4% First Guar. 784 60 74 +4 
4%, Second Guar. ...| 68 47 58 
3% Deb. Me i 57 704 |—4 
4% 3 76 83 - 


Deb. 9 
5°; Red. Deb. “(1947) | 106 98 102 ~ 
4y « Sinking Fund | 104 96° 1004 


Red. Deb. 
SOUTHERN 
Pref. Ord. —e ool OP 464 46 - 
Def. Ord. ace dl, 7 ie | - 
5% Pref. 100 76 83 +34 
5% Red. Pref. (1964) | 1024 94 874 
5°, Guar. Pref. 1164 103 iil +2 
5% Red. Guar. Pref. 1124 10244 | 1024 
ola 
@ Deb. midi o-| 103 914 1014 
38 Deb. 1184 1094 1104 


% Red. Deb. (1962— 106 98 1014 
67) 

4% Red. Deb. (1970 102 96 1064 
80) 


FORTH BRIDGE 








4% Deb. 981+ | BI 874 = 
6 Guar. 95 80 854 ~ 
L.P.T.B 
eee eae 15 | 103) | 107 |+4 
yak, 123 1063 | 116 
44% “T.F.A 105 | 10043 | 103 
117} | 102 | 1034 [+4 
. 84 633 i 
MERSEY 
w| 2445) 174 | 208 
4%, Perp. Deb. ...| 93% - 884 89 
3% Perp. Deb. acl ae 654 594 
3% Perp. Pref. | SS 494 544 
IRELAND 
BELFAST & C.D. 
ee one oa 6 3 4 ~ 
G. NORTHERN 
Oa se ed 24 3 — 
G. SOUTHERN 
Mes ae fale R 5 
eee 10 13, |-3 
Gus sees | 17 |-14 
ie, se, scefl 45% | 46 | +3 
Forthcoming Meetings 


Nov. 27. (Wed.)—Entre Rios Railways 


Co. Ltd. (Ordinary general), River Plate 
House, E.C., at noon. 
Nov. 28 (Thurs..—Buenos Ayres & 


Pacific Railway Co. Ltd. (Ordinary 
general), Winchester House, Old Broad 
Street, E.C., at noon. 
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RAILWAY AND OTHER MEETINGS 
South Indian Railway Co. Ltd. 


The annual meeting of the South 
Indian Railway Co. Ltd. was held at 
42, Fairacres, Roehampton Lane, 
S.W.15, on November 13, Sir Ernest 
A. S. Bell, C.I.E., Chairman and Man- 
aging Director, presiding. The Assis 
tant to the Managing Director (Mr. 
C. A. Worsfold) read the notice con 
vening the meeting, and the auditors’ 
report. 

The Chairman, in moving. the 
adoption of the report and accounts, 
said that it was his sad duty to refer 
to the death of an esteemed colleague, 
Sir Percy Rothera, O.B.E., who was 
the deputy chairman. Mr. Rothera, as 
he was then, was appointed to the 
South Indian Railway in 1898 and con 
tinued in its service to his death, ex 
cept for a break in the great war, in 
which he served with distinction. Mr 
P. H. Maflin, O.B.E., M.C., had been 
appointed Deputy Chairman. 

In 1930 the Indian Legislature 
amended the Indian Railways Act in 
order to implement the _ obligations 
which the Government of India had 
undertaken when it ratified the 
International Hours of Work (Wash 
ington) Convention and the Weekly 
Rest (Geneva) Convention. The regu 
lations framed under the Act limiting 
the hours of work, were not to come 
into force until so ordered’ by the 
Governor General in Council by a Noti- 
fication in the Gazette of India 
Although the majority of Indian Rail 
ways had already been brought within 
the scope of the Act, its provisions 
were applied to the South Indian Rail 
way only with effect from April 1, 1940 

[The decision to bring the South 
Indian Railway within the scope of the 
Act was arrived at before the war 
started, since when conditions had 
greatly changed and endeavour had 
been made to curtail expenditure in all 
directions. The board, therefore, had 
requested a postponement of the appli- 
cation of the Hours of Employment 
Regulations to the South Indian Rail 
way. The Railway Board replied, how 
ever, that it would not be expe 
dient to delay further the introduction 
of the regulations, and consequently, 
it had been necessary to engage 
more staff and to provide more 
quarters. The additional cost was esti 
mated at 2} lakhs of rupees recurring 


3y one anna a consignment where 
the total freight is eight annas and less, 
and two annas a rupee on the total 
freight a consignment in other cases; 
Goods traffic (excluding coal, coke and 
patent fuel, food grains and manures— 
The same as for coaching traffic (other 
than passengers). The surcharge on 
coal, coke and patent fuel was increased 
by 24 per cent. with effect from the 
same date. There had been no increase 
in the charges for food grains and 
manures. 

The experimental road services on 
the Theni—Kumbum and Coimbatore 
Satyamangalam routes had had to be 
abandoned. As the traffic officers could 
hold out no hopes of making these ser- 
vices pay it had been decided to close 
them down from April 1, 1940. 

The rail connection with the new 
Cochin Port had been completed and 
was opened for public traffic on Octo- 
ber 1. The Cochin Harbour Railway 
was being worked by the South Indian 
Railway Administration and terms for 
working had been approved. 

The High Court of Madras had de 
cided that the guaranteed interest on 
the capital of the company was assess- 
able to Indian taxes, and the company 
had been assessed, and had had to 
meet Indian income tax and super 
tax, not only for the current year, but 
for the past three years. This had not 
only absorbed the whole of the profits 
for the year 1939-40, but had necessi 
tated the withdrawal of a considerable 
sum from reserves. The question of 
Dominion income tax relief was at pre- 
sent under discussion with the British 
income tax authorities, and it was 
hoped that eventually the company 
would be able to recover most of the 
sum it had had to remit to India. The 
British Government and the Govern- 
ment of India had also introduced new 
taxation known as “ Excess Profits 
Tax ’’ and the company might become 
liable for assessment under both these 
new British and Indian taxes. 

At an ordinary general meeting of 
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stockholders held on November 12 
1919, a resolution was passed to thi 
effect that the income tax on the direc 
tors’ fees for the year 1919 and there 
after be paid out of the surplus profits 
of the company. 

Now that income tax had already 
risen to 8s. 6d. in the £, with a strone 
probability of a further increase, the 
directors voluntarily came to the con 
clusion that there should be a limit to 
the amount granted in the resolution of 
1919 from the surplus profits of th 
company. They had, therefore, 
decided to limit the free rate of income 
tax to 7s. Gd. in the £, any addi 
tional charge being borne by the direc 
tors themselves. 

The company’s share of surplus 
profits amounted to Rs. 1,74,364, or, 
say, £13,000, which would, after meet 
ing expenses in England, have been 
sufficient to pay a dividend of about 
1 per cent. An interim dividend of 
one-half per cent. was paid, and the 
directors regretted that they were un 
able to recommend the payment of a 
final dividend from surplus profits. 
This was due mainly to the large draft 
that had to be made on the liquid re 
sources of the company to meet the 
unexpected demand from India _ on 
account of income tax, and also to the 
necessity in these uncertain times of 
maintaining the company in a strong 
financial position. 

As to the results of working for the 
first half of the current year, up to 
September 30 the Agent and General 
Manager had cabled that the gross 
earnings amounted to Rs. 2,81,21,000, 
as against Rs. 2,57,35,000 in the corre 
sponding period last year, an increase 
of Rs. 23,86,000. The working expenses 
showed a small decrease of about Rs. 7 
lakhs, with the result that the antici 
pated amount of surplus profits for the 
half-year was Rs. 2,84,000, as against 
a round figure of Rs. 86,500 for the 
corresponding period last year. This 
figure might be subject to Excess 
Profits Tax. 

The report and accounts were unani 
mously adopted; the motion was 
seconded by the Deputy-Chairman, Mr 
Percy H. Maflin 








Irish Traffic Returns 


Totals for 45th Week 


Totals to Date 





annual revenue expenditure and nearly IRELAND sc apis 
3 lakhs of rupees non-recurring capital 1940 | 1939 | _Inc. or Dec 1940 1939 Inc. or Dec 
expenditure. . — 
Conditions brought about by the £ £ £ £ £ 
war ade i cessaryv i > Belfast & C.D pass 2,640 | 1,986 + 654 148,530 118,973 | + 29,557 
ra made it necessary for the 180 miles) ome 1182 493 |4 689 28/295 21,341 |4 6.954 
Government of India to _ consider total | 2.822 2,479 |+ 1,343 176,825 140,314 |+ 36,511 
measures to secure a substantial i 
s " 3 ae ” , 7 “ - ial - Great Northern pass. | 10,900 | 9,200 | + 1,700 557,450 514,600 | + 42,850 
crease in revenue. Accordingly, the (543 miles) goods 14.850 | 12.450 |+ 2,400 597,450 496,750 |+ 100,700 
following increases in freights and fares total 25,750 | 21,650 |+ 4,100 1,154,900 1,011,350 |+ 143,550 
on all railways were brought into effect ens Risetiidinds pass. 28,636 27,837 | + 799 1,607,131 1,683,965 |— 76,834 
as from March 1, 1940:—Passenge (2,076 miles) goods 60,500 64,994 |— 4,494 | 2,139.83! 2,015,828 |+ 124,003 
~ C 7 total 89,136 92,83! |— 3,695 3,746,962 3,699,793 |+ 47,169 
faves—Fares of over one rupee, by one 
anna in the rupee; Coaching  traffi L.M.S.R. (N.C.C.) pass. 4,940 4,020 |+ 920 258,310 213,480 | + 44,830 
| hz ' FE . om ‘ a aia ff (247 miles) goods 4,840 3,260 | + 1,580 | 187,660 137,450 + 50,210 
(other than passengers), 7.e. luggage, total 9,780 7,280 |+ 2,500 445,970 350,930 |+ 95,040 


parcels, horses, carriages, dogs, etc.— ae Pe ae, s)he St) SP 2 








XUM 








XUM 


November 22, 1940 


Notes and News 


North British Locomotive Com- 
pany.—-The London office of the North 
sritish Locomotive Co. Ltd. has been 
emoved from 13, Victoria Street to 
the office of the Locomotive Manu- 
facturers’ Association, 82, Victoria 
street, Westminster, S.W.1. 


South African Railway New Re- 
venue Record.—A further revenue 
record has been created on the South 
African Railways, the earnings for the 
veek ended September 28, 1940, total- 
ling £725,395, as compared with the 
previous record of £720,265 set up in 
the week ended August 24, 1940. 


Belgian Railway Accident.—-A 
train from Tirlemont is reported by the 
German News Agency to have run into 
1 stationary train at Diegem, 5 miles 
from Brussels early in the morning of 
November 14. The accident, in which 
21 persons were killed and many 
injured, is attributed to the severe 
storm which was raging at the time. 


Air Transport Companies.— Notice 
has been given in The London Gazette 
that, at extraordinary general meetings 
held in Bristol on November 1, resolu- 
tions were passed for the voluntary 
winding-up of Airways (Africa) Limited, 
and Imperial Airways (Far _ East) 
Limited. In each case Mr. K. H. Staple 
is the Liquidator. 


French Railways Company of the 
Province of Santa Fe.—A drawing of 
{3,500 of the 3 per cent. mortgage 
obligations for 4629,000 of the Com 
pagnie Francaise des Chemins de fer de 
la Province de Santa Fe for redemption 
at par on January I, 1941, is to be held 
on November 28 at the office of the 
River Plate Trust Loan & Agency Co. 
Ltd., Northgate House, 20-24, Moorgate, 
London, E.C. 


North Western of Uruguay Mora- 
torium.— <A vear’s extension to Decem 
ber 31, 1941, of the three-year mora 
torium on the 6 per cent. first and second 
debenture stocks of the North Western 
of Uruguay Railway Co. Ltd. and on the 
5 per cent. first debenture stock of its 
subsidiary the Quaratim International 
Bridge Co. Ltd., is proposed. The 
moratorium has enabled the company 
to conserve sufficient liquid resources 
to tide over a period of operating losses 
and to maintain the line in a sufficiently 
good state to carry the traffic, but to do 
this extensive sleeper renewals have been 
necessary, and will have to be con- 
tinued for a few vears. 


Dublin Railwaymen on Remem- 
brance Day.—On Remembrance Day 
(November 11) nearly 150 ex-soldiers of 
the Great Southern Railways Company 
gathered at Kingsbridge station to pay 
tribute to those who had fallen and to 
lay a wreath on the station memorial. 
Amongst the officers of the company 
present were Mr. W. H. Morton, General 
Manager; Mr. H. S. Coe, Secretary ; 
and Mr. P. J. Floyd, Traffic Manager. 
At Amiens Street a number of the staff 
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of the Great Northern Railway Com- 
pany paraded on the station platform, 
and two wreaths were laid on the 
memorial by Mr. F. C. Wallace, Secre- 
tary to the company. The “ Last 
Post ”’ was played and the two minutes’ 
silence observed. 








Railway and Other 
Reports 


Cordoba Central Trust Limited .— 
Announcement is made of a final in- 
terest payment on December 14 on the 
B debenture stock in respect of the year 
ended June 30, 1940, of 14 per cent., 
less tax, making, with the interim dis- 
tribution of 1} per cent. on June 15, 
3 per cent. for the year. 


Entre Rios Railways Co. Ltd. 
Gross receipts for the year to June 30, 
1940, amounted in sterling to 
£1,093,334, against £1,181,166 for the 
previous year, and in currency there 
was a decrease of $1,006,084 or 7-4 per 
cent. Working expenses: in sterling 
were £852,551, against £889,280, and 
in currency there was a saving of 
$420,720 or 4-1 per cent. Net receipts 
in sterling were £240,783, against 
£291,886. Exchange losses and differ- 
ences were £24,306 lower, at £65,782, 
and miscellaneous items bring the total 
net income to £185,623. The debit 
balance on the year is £56,938, making 
the total debit balance to be carried 
forward £506,712. 


North Western of Uruguay Rail- 
way Co. Ltd.—Gross receipts for the 
vear to June 30, 1940, were £32,475, 
against £26,259, and working expenses 
amounted to £33,498, against 430,374, 
leaving a net operating loss of £1,023, 
compared with /4,115 in 1938-39. 
Other income brought in 42,591, leaving 
a balance of £1,568. Debenture in- 
terest charges were £7,075 and _ the 
accrued deficiency on the bridge tolls 
guarantee amounted to £5,288, leaving 
a debit balance for the year of £10,795, 
and making the total debit balance to 
be carried forward £96,373. 
receipts in currency were up 10 per 
cent. and working expenses in currency 
were 2 per cent. less. 


Gross 


Associated Equipment Co. Ltd.— 
The directors recommend a final divi- 
dend on ordinary stock of 12d. per £1 
unit of stock free of income tax, making 
18d. for the year ended September 30, 
1940, which is equal to (approx.) 13-04 
per cent. for the year, subject to tax at 
8s. 6d. in the £. Net profits for the year 
(subject to final audit) were £196,500, 
against £179,500 for the previous year. 


Dorman Long & Co. Ltd.—The 
preliminary statement shows trading 
profits of £1,395,029 for the year to 
September 30, a reduction of £86,366 
41 the previous year. After deducting 
taxation the profit balance is £84,876 
lower, at £956,179. A dividend of 15 
per cent. is recommended on the pre- 
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ferred ordinary, compared with 18 per 
cent. for each of the three preceding 
years, and 7 per cent. on the ordinary, 
against 10 per cent. The provision for 
depreciation is £25,000 less, at 
£275,000, and the carry forward is 
£156,915, against £157,501 brought in. 


Buenos Ayres & Pacific Railway 
Co. Ltd.—For the year 1939-40 gross 
receipts amounted to £6,233,643, against 
£6,563,161, and working expenses to 
£4,776,476, against 44,952,629, leaving 
net receipts of £1,457,167 compared 
with £1,610,532. 








Contracts and Tenders 


The Peruvian Corporation has placed 
an order with the General Electric Co. 
Ltd. for a welding set. 

Brazil has ordered 26 steam _ loco- 
motives from United States builders, 
of these 13 are to be supplied by the 
American Locomotive Company and 
13 by the Baldwin Locomotive Works. 

One of the largest orders for civil 
transport vehicles recently received by 
the Associated Equipment Co. Ltd. was 
from the Enterprise & Silver Dawn 
Motors Limited, of Scunthorpe, Lincoln- 
shire. This was for 12 Regal single- 
deckers. During the past five years 
this company has placed 12 repeat 
orders for A.E.C. vehicles, comprising 
40 Regal single-deckers. 

The Associated Equipment Co. Ltd. 
has recently received orders for motor- 
buses from Sheffield Corporation, which 
has placed a contract for 6 Regals. 
Sheffield has now ordered 69 double- 
deck and single-deck A.E.C. vehicles 
during the past two years. 

Reuters understands that 22 loco- 
motives and 600 wagons originally 
built in Great Britain for France will 
be included in equipment to be pur- 
chased by the Turkish Ministry of Com- 
munications. The Council of Ministers 
has authorised the Ministry to spend 
about £2,000,000 for equipment in- 
tended for sea, air, and rail transport. 
Most of the purchases, it is understood, 
will be effected in Great Britain. 

Railway equipment exports from the 
United States for the first 8 months of 
this year have exceeded shipments for 
any similar period in the past 5 years. 
The value of these shipments which 
consisted of locomotives and _ parts, 
rolling stock and parts and miscellaneous 
equipment such as railway signals, 
carriage-heating equipment and_air- 
brake equipment in the first 8 months 
of 1940 was $12,695,579, compared 
with $5,272,452 in the similar 8 months 
of last year, and compared with 
$10,706,598 in that period of 1938, 
and with $6,877,034 and $4,808,336 in 
the like 8 months of 1937 and 1936 
respectively. Among the exports were 
shipments of 25 passenger carriages 
valued at $184,625 to Canada, and the 
sale of carriage parts (except axles and 
wheels) valued at $155,509 to the Union 
of South Africa. 
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preference at 


amount of showed a rise of 
following stock at 14} was 
centred Elsewhere, Creat 


unchanged 


Western 


investors yield on the basis of a 3 per 
dividend; it may 
interim dividend of 


fact, these securities re 
obtain around current 


in August last. 


be recalled 
13 per cent. 
Great Western guaranteed 


touched in 
fully held. 


384 also 


a point, but the ordinary 
on balance. 


ordinary, 


compared with 
an 


attractive 


cent. total 


that an 
was paid 


November 22, 1940 


would appear to be moderately price 
when compared with Great Western 4 pe 
cent. debenture stock. Southern deferre 
was little changed at 112; the preferre 
at 46 was the same as a week ago, an 
yields nearly 11 per cent. on the basis 

the full 5 per cent. dividend, which 

generally expected for the year—th 
interim payment was 23 per cent 
Southern guaranteed at 110} was we 
maintained, and as to the 5 per cent 
preference, the price has risen on tl 
veek from 79} to 83. Among L.N.E.R 
issues the deferred and preferred reacte« 
but the second preference at 113 w 

higher on balance, although at 35 the firs 
preference was a point lower as compare 
with a week ago. L.N.E.R. first guarar 
teed rose a point to 74, but the secon 
guaranteed declined fractionally to 62 
Whereas L.N.E.R. 3 per cent. debenture 
were slightly lower at 70}, the 4 pe 
cent. debentures gained a point to 93 








prices. Sentiment as to the junior stocks stock, which was 109} a week ago, has London Transport ‘‘ C ’’ stock made th: 
was affected by the knowledge that the since further improved to 1114, and the slightly higher price of 293. Argentin 
men’s unions ure about to make preference stock has been marked up from railway securities were better, where 
ipproaches for further rise in wages 80 to 83} Great Western 4 per cent. changed but movements were = small 
Chis, if granted would presumably debentures were very firmly held, and More hopeful views as to the next interes 
necessitate yet another adjustment of rail maintained last week’s rise to 106}. payments induced a firmer tendency i 
way charges, and the Minister of Trans Southern Railway 4 per cent. debentures B.A. Gt. Southern debentures. Canadiatr 
port stated last week that he hoped a were fractionally higher at 1013, but in Pacific Railway issues were fairly wel 
further increase the latter would not common with L.M.S.R debentures, maintained in the market 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Traffic for Week z Aggregate Traffics to Dite Prices 
Miles “ 
Railways open —— bs Totals an ’ 2 on 
1939-40 nding Inc. or Dec. 5 ! s os om “2 ve 
Total -ompared : ye nor Stock rial zo >oO te ° 
this year vith 1939 3 This Year Last Year niacin = : 3” “eg 
é é £ £ £ 
( Antofagasta (Chili) & Bolivia 834 10.11.46 11,790 6,960 45 757,690 609,570 + 148,120 Ord. Stk. 103 4} 53 Nil 
Argentine North Eastern... 753 9.11.40 ps. 142,000 + ps.5,700 19 ps. 3,243,700 ps. 3,288,300 — ps. 44,600 i 44 2 2 Nil 
| Bolivar ... aa ‘ 174 Oct. 1940 3,180 — 1,320 43 39,150 42,850 — 3,700 6p.c. Deb 7+ $i 64 Nil 
| Brazil ... - rat _ - — z - Bonds. 53 4; 6* Nil 
| Buenos Ayres & Pacific : 2,801 9.11.40 ps.1,105,000 —ps. 34,000 19 ps.21,209,000 ps.22, 985, 000 —ps.!,776,000 Ord. Stk. 55 2 2 Nil 
| Buenos Aires Central . 190 21.9.40 $104,700 — $14,800 12 $1,168,200 $1,405,500 — $237,300 — — —- a — 
| Buenos Ayres Gt. Southern. 5,082 9.11.40 ps.1,905,000 ps.124,000 19 ps.35,573,000 ps. 36,950,000 —ps. 1,377,000 Ord. Stk. 13 44 5 Nil 
Buenos Ayres Western ol Rae 9.11.40 ps. 654,000 ps.117,000 19 ps.12,060,000 ps 13,257,000 —ps.!,197,000 = 10 4 3 Nil 
— Argentine eool 3,000 9.11.40 ps.1,316,750 —ps 435,100 19 ps.26,380,800 ps. 36,342,300 —ps9,961,500 a i 4 3 Nil 
Pos ~ — _ _ a — _ _ Dfd. 4 lt 2 Nil 
g mR Uruguay « of M. Video a 972 2.11.40 27,583 + 9,599 18 342,364 306,222 + 36,142 Ord. Stk 24 ve 14 Nil 
c Costa Rica ; 188 May 1940 17,282 — 7,020 48 193,339 245,516 — 52.177 Stk. 244 18 174 ile 
2 | Dorada 70 Oct. 1949 11,700 — 1.300 43 122,400 136,700 — 14,300 I Me. Db. 1044 102 98 61% 
< | Entre Rios ‘ F 810 9.11.49 ps 200,500 ps.32,000 !9 ps. 4,431,600 ps. 4,969,000 —ps 537,400 Ord. Stk. 6 3 I+ Nil 
~ é Great Western of Brazil 1,016 9.11.40 13,800 + 1,500 45 456,000 382,100 + 73,900 Ord. Sh. 3/ 1/24 ood Nil 
S International of Cl. Amer. .. 794 Sept. 1940 $325,789 — $37,196 39 $4.405.419 $4,486,381 $80,962 one — — -_ — 
c | Interoceanic of Mexico o- — _ = Ist Pref. Tid. 74d. + Nil 
Oo La Guaira & Caracas ... 223 Oct. 1940 6.795 + 1,180 43 67,095 60,725 + 6,370 -—— —_ —_ _ _ 
os | Leopoldina 1,918 19.10.40 27,288 + 3,141 42 961,659 868,452 + 93,207 Ord. Stk. 2 } 3 Nil 
| Mexican sd 483 30.9.40 ps. 425,800 + ps.21,600 13 ps. 3,539,400 ps. 2,682,800 —ps. 143,400 3 | rt Nil 
S | Midland of Uruguay jee 319 Sept. 1940 11,468 + 2,820 13 32,831 26,138 |+ 6.693 cme oo = a <a 
& | Nitrate 386 15.11.40 8,226 1,330 45 154,897 105,095 + 49,802 Ord. Sh 23 It lé 7 
| Paraguay Central 274 9.11.40 $2,627,000 $117,000 19 365,440,000 $61,203,000 + $4,237, ‘000 Pr. LI. Stk. 454 36 38 15 
| Peruvian Corporation 1,059 Oct. 1940 56.878 4,393 17 265,325 254.699 4 10,626 Pref. 1 / i$ | Nil 
| Salvador - te 100 28.9.40 £9,293 1873 13 £118,004 €130,195 €12,191 : ne = ae nee 
| San Paulo 1534 3.11.40 32,500 740 44 1,595,056 1,436,756 + 158.300 Ord. Stk. 38 20 294 8} 
Taltal 160 Aug. 1940 2,465 + 335 9 4,550 3,685 + 865 Ord. Sh. i 6/6 j 93 
United of Havana 1,353 9.11.40 13,758 — 2,835 19 290,026 337,058 — 47,032 Ord. Stk 2 4 Nii 
| Uruguay Northern 73 Sept. 1940 970 63 «13 2,870 2,683 + 187 - - _ - - 
in ( Canadian National . 23,695 7.11.40 1,026,612 83,407 45 41,306,806 33,781,024 + 7,525,782 — — _— _ _ 
J Canadian Northern _ - -- _ — — - 4p.e. Perp.Dbs. 743 60 74 53 
¢) Grand Trunk 3 - - - — — — 4p.c.Gar. 1004 76 102 344 
rs} Canadian Pacific 17,153 7.11.40 754,800 34,200 45 28,484,600 25,143,000 + 3,341,600 Ord. Stk. 7 3+ 54* Nil 
{ Assam Bengal .. = te . ol + 6 = “ _— 120,437 + 14,623 Ord. Stk. 764 60 774 3% 
| Barsi Light 9.4 46 5 4,625 59,850 + 14,775 _- _— _— —_ _ 
Bengal & North Western 2,091 Oct. 1940 235,425 4 35,048 4 235,425 200,377 + 35,048 Ord. Stk. 277 2294 2474 64 
4+- | Bengal Dooars & Extension .. 161 Sepr. 1940 14.625 508 26 78,405 66,243 + 12,162 - 91 844 2128 34 
e 4 Bengal-Nagpur 3,269 30.9.40 245,025 + 23,858 26 4,212,552 3,841,155 + 371,397 = 943 83+ 924 455 
© | Bombay, Baroda & Cl India... 2.986 10.11.40 244 575 3,075 30 5,822,250 5,178,600 + 643,650 “ 108 90 105 5té 
™ | Madras & Southern Mahratta 2,967 20.9.40 157,350 13,335 24 2,836,718 2,772,114 + 64,604 én 10444 92 994 7+ 
| Rohilkund & Kumaon 571 Oct. 1940 43,500 + 5,745 4 43,500 37,755 + 5,745 : 280 263 250 63 
| South Indian ‘ 2,542 20.9.40 136,055 + 20,352 24 2,151,266 1,982,691 + 168.575 ‘ 1024 88 844 StH 
(Beira ... : 204 Aug. 1940 85,336 48 832.782 -- -- - ~ - - 
| ~ a em = 10.9.40 5,329 271 23 76,582 83,648 7,066 Prf. Sh. $ 4 $ Nil 
| Kenya ganda j : ; iz - aaa 
« | Manila “= B. Deb. 55 39 47; 7% 
a4 Midland of W. Australia 277 July 1940 11,397 139 4 11,397 11,258 + 139 Inc. Deb 91t 875 824 4} 
c a ae B.. x Pwo 3,258 = yoga 601,488 + 182,405 - - — _— 
| odesia ‘ ug 4 44 4 4.428,6 — - - ~ - 
wal South Africa 13,287 12.10.40 663,938 21,953 28 18,939,881 18,085,814 + 854,067 - — — - -~ 
| Victoria 4,774 July 1940 868,428 + 183,538 4 868,428 684,890 + 183,538 _— _— _ _— 


Note 


Yields are based on the approximate current prices and are within a fraction of ry 
* Quotation is of June 17, 1940; dealings subsequently prohibited 


Argentine traffics are now given in pesos 
t Receipts are calculated @ Is. 6d. to the rupee 














